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In this issue of the Dairy Trarric WorLD AND TRAFFIC BULLETIN the decision of the Interstate Com- 
merce Commission in the Fifteen Per Cent Case is printed in full and a copy is being sent to every subscriber 
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possible moment. 


The decision, because of this distribution of the Datry, will not be printed in THe TRaFrFic 


Wortp, and subscribers for the latter are therefore cautioned to preserve this copy of the Darry and file it 


away with their copies of the weekly Trarric Wor~p. 


THE FIFTEEN PER CENT CASE 


NO. 57 (EX-PARTE) 
PROPOSED INCREASES IN FREIGHT RATES IN EAST- 
ERN, WESTERN AND SOUTHERN TERRITORIES. 
Submitted June 12, 1917. Opinion 0001. 


BY THE COMMISSION: : 

On March 22, 1917, carriers in Offfcial Classification ter- 
ritory, hereinafter designated eastern carriers, represented 
to the Commission in a public conference that an emer- 
gency had arisen in their operation which required prompt 
remedial measures. Similar representations were simi- 
larly made on March 27 by the carriers in Western Classi- 
fication territory, hereinafter referred to as western car- 
riers, and on April 10 by carriers in Southern Classification 
territory, hereinafter referred to as southern carriers. In 
all of these conferences we were urged to act promptly, 
because, it was asserted, the situation had become critical 
and delay would detract from the beneficial effects of the 
remedial measures proposed. 

Under authority delegated by the act the Commission 
has established rules governing the publications and filing 
of rate schedules, which rules have been modified from 
time to time. At the preliminary conferences we were 
asked to modify those rules so as to permit the filing in 
simplified form of schedules proposing a general and 
horizontal increase in all freight rates except upon cer- 
tain designated commodities, and to permit such rates 
to become effective on less than statutory notice. The 
publication of all the necessary tariffs in the form re- 
quired by the rules would have involved an expenditure 
of hundreds of thousands of dollars and consumed much 
time. We were therefore urged to permit the filing of 
schedules providing for a percentage increase in rates. 
The request that increased rates be permitted to become 
effective on short notice was not granted. 

On April 10 and 20, 1917, conferences between repre- 


sentatives of shippers and of carriers and the Commission 


were held to consider the form of the proposed publica- 
tions. As a result of these conferences, at which prac- 
tically no objections were raised to the proposed per- 
centage form of publication, a permissive order was en- 


_ tered on April 23, 1917, granting to the carriers authority 


to publish and file supplemental tariffs proposing the in- 
creased rates in the simplified form requested. Such tar- 
iffs were filed on behalf of all, or practically all, the rail- 
ways in the United States, to become effective July 1, 1917. 

Whether these tariffs shall be permitted to become 
effective as proposed or shall be suspended in whole or 
in part is the question immediately at issue. 


In some quarters it has been alleged that the Commis- 
sion has abrogated the law and the tariff rules in order 
to make the filing of these tariffs possible. It should be 
needless to state that nothing has been done by the 
Commission in violation of any provision of the statute. 
We were not asked to transgress or set aside the law, and 
we would certainly not have done’so if we had been asked. 

We modified certain of our tariff rules as the act author- 
izes us to do. This we have done in other instances, and 
no doubt the future will develop instances in which fur- 
ther modifications of these rules will be warranted. The 
permissive order referred to authorized carriers to file 
the tariffs proposing horizontal increases in rates on not 
less than 50 days’ notice, whereas the statutory period 
is not less than 30 days. 

Many of the protestants requested us to suspend these 
tariffs in order that an investigation might be had, as in 
their view is contemplated by the statute, the implication 
being that an investigation would be impossible without 
suspension. -This view is erroneous. We have sat as a 
body for practically a whole month listening to testimony ° 
and arguments favoring or opposing these proposed in- 
creased rates. More than 6,000 pages of testimony have 
been received and a mass of statistical and other exhibits 
has been made a part of this record. 

The form of the investigation which we adopted fitted 
the subject to be investigated. Had these proceedings 
been conducted subsequent to a suspension of tariffs they 
could not properly have been materially different from 
what they have been. Everyone who appeared and ex- 
pressed a desire to be heard was heard and no one was 
denied a fair hearing. We might have sat for months 
listening to detailed testimony relating to specific rates 
and localities, but such testimony could have been of little 
assistance to us in arriving at a proper conclusion with 
reference to the propriety and reasonableness of the in- 
creased rates here proposed covering the entire country. 
An investigation of such a detailed character is neither 
necessary nor useful in the exercise of the functions which 
we are called upon to perform in a case of this character. 

During the preliminary conference above referred to 
authorized representatives of carriers in each of the three 
.rate territorial districts expressed the willingness of all 
the carriers in the United States to waive all technical 
requirements and guaranties in order that an expeditious 
and practicable procedure might be adopted. With this. 
in view they agreed upon the record that if the Commis- 
sion should authorize an increase on such a proceeding 
as we have conducted in the instant case they would, if 
at a later date the situation should change and the Com- 
mission should be of the opinion that the increased rates 
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were in whole or in part, no longer just and reasonable, 
reduce them on an expression from us to that effect, fol- 
lowing a proceeding no more extensive than or different 
from that in which the increase was permitted. It was 
the desire of the carriers to bring the issue of the in- 
creased rates before us in the simplest, most direct and 
economical manner. To this no substantial objection was 
expressed by any of the protestants. 

As stated, the first representations were made on behalf 
of the eastern carriers on March 22. This is about the 
time in each month when the officials of the carriers gen- 
erally get the statistical returns showing the results of 
operation during the preceding month. The operating 


results for the month of February, 1917, may well have. 


startled the railway executives because, generally speak- 
ing, they were, for the eastern district especially, ex- 
tremely unfavorable. The weather conditions had been 
severe. In many sections the difficulties of operation had 
been unprecedented. Furthermore, as a result of the con- 
gestion of traffic on the eastern roads and the various 
operating difficulties arising out of the shortage of cars, 
the movement of empty cars westward reached extraordi- 
nary proportions over some lines. Because of the severe 
weather conditions the expenses of the movement were 
greater than usual, and, of course, the movement of 
empties adds nothing to the revenues. Finally, increased 
wages directly and indirectly resulting from legislation 
first appeared in the operating accounts of a number of 
the carriers for the month of February. While some Car- 
riers made no charges in their accounts for increased 
wages, resulting directly or indirectly from the legislation 
referred to, other carriers charged estimated amounts for 
both January and February. These three causes, severe 
weather, relatively heavy movement of empty cars and 
increased wages, together with increases in the cost of 
materials and supplies, and to some extent of fuel, made 
the operating results of the eastern carriers for February 
alarmingly unfavorable. Under stress of these conditions 
the railway executives made their first appeals for relief 
in the emergency in which they believed they found them- 
selves. If these unfavorable tendencies had continued and 
the operating results for the succeeding months had per- 
petuated tendencies of the month of February, a problem 
very different from that which now confronts us would 
have been presented. That carriers have been obliged 
to pay increased prices for materials and supplies cannot 
be questioned. It is difficult to characterize with modera- 
tion the increases in the prices of metal as well as the 
prices which have been demanded in various localities 
for fuel. Tables 1 to 7, inclusive, in the appendix,* illus- 


*The Commission announces that it has not been possible to 
have the tables and charts which are referred to here and 
elsewhere in this report printed in time to incorporate the 
appendix in the report and that it will be incorporated in a 
reprint. 
trate the prices of some of the more important commod- 
ties which the railways must purchase in large quantities 
and which consequently have an important effect upon 
their operating results. 

The emergency which the carriers believed existed when 
these proceedings were initiated was attributd by some 
primarily to the war in Europe. Various statements re- 
lating to a casual connection between the war and the 
railway emergency led us to include in a circular of in- 
terrogatories submitted to the carriers a question relating 
to the burdens which it was believed the war would cast 
upon them. While a number of witnesses referred to the 
burdens to the carriers of the war, viewing the record 
as a whole no such burdens have been shown to exist 
nor has the probability of their development been demon- 
strated. It was not shown that military transportation 
had been in the past, or is likely to be in the future, a 
financial burden to the carriers. On the contrary, certain 
facts were referred to which indicated that the transporta- 


tion of troops had been more remunerative during certain , 


mobilizations in the past than ordinary passenger trans- 
portation. In so far as anything that is here asked of us 
might contribute to the success of the war we should 
respond unhesitatingly to the fullest extent of our lawful 
authority. We are not unmindful of the fundamental and 
immensely valuable service which the carriers perform in 
times of peace and even more in times of war. No one 
will deny that the successful operation of the railways is 
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vital to our national welfare. We fully appreciate the 
services which the railways are performing, and the un- 
usual efforts they are making to secure a maximum of 
efficiency. But iis record does not convince us that the 
suspending or refusing to suspend the proposed rates, or 
the granting or refusing to grant increased rates, will 
facilitate or retard the successful prosecution of the war. 

An examination of the results of operation during 1916 
as pictured in the reports of carriers to the Commission 
shows that that year was as a whole more profitable for 
the carriers than any preceding year, and it may be as- 
sumed that they might suffer some abatement of the pros- 
perity of that year without being crippled or in any way 
incapacitated. In Tables 8 to 11, inclusive, in the appen- 
dix are shown monthly averages per mile of road for 
operating revenues and operating income for all class I 
roads in the United States and for those in the several dis- 
tricts before mentioned. The table for the country as a 
whole goes back to July, 1907. Owing to the fact that the 
reports for the earlier years were not classified with re- 
spect to districts, the figures by districts have been shown 
only from January, 1911. With respect, however, both to 
the country as a whole and to the several districts, the re- 
lation of the figures for operating revenues for each cal- 
endar year to those for the first four months, January to 
April, inclusive, is seen to be rather remarkably uniform, 
enabling one to expect with considerable confidence that 
the operating revenues for the calendar year 1917 will be 
in excess of those of any preceding calendar year covered 
by the series of reports. An estimate of operating income 
for the year is also shown, but, owing to the fact that a 
considerable number of increased costs that may reason- 
ably be expected had not become effective prior to April 
30, this estimate is not entitled to so much confidence as 
that of operating revenues. : 

A study of the figures contained in these tables sug- 
gests that, barring unforeseen contingencies and unusual 
disruptions of commercial affairs during the remainder of 
the year 1917, we shall find as results of the year’s opera- 
tions of class I roads figures about as follows: 


United Eastern Southern Western 
States. district. district. district. 


Average operating reve- 

nues per mile of road...$17,104 $29,432 $13,610 $12,597 
Average operating income* 

per mile of road 5,802 3,872 3,813 


*Based on costs zrepresented in accounts to April 30, 1917. 
Anticipated increased costs, if realized, will operate to reduce 
somewhat the estimated figures for operating income per mile. 


It is not practicable to determine from figures now com- 
piled the book values of investment in road and equipment 
per mile of road prior to June 30, 1915, for roads in the 
several districts, but those for the United States cover a 
longer period. While these figures can not be accepted 
as reflecting accurately the actual cash investment they 
may be taken as significant for purposes of comparison. 
The figures for operating income per mile of road for cal- 
endar years when compared with those for book value 
of investment in road and equipment per mile of road at 
June 30, gives for class I carriers for the United States 
as a whole the following ratios, using the estimated fig- 
ures for 1917: 

1917. 1916. 1915. 1914. 1913. 


Per Pe Per Per Fer 
cent. cent. cent. cent. cent. 


Ratio of operating income to in- 
vestment* 5.8 6.400 5.240 4.091 4.683 


1911. 1910. . 1908. 
Per Per Per 
. cent. cent. - cent. 


Ratio of operating income to in- 
vestment* 5. 5.070 5.519 4.941 


*Based on an estimate of $4,334 operating income per mile of 
road and book investment of $74,500 per mile of road. Increas- 
ing costs subsequent to April 30, 1917, will probably operate to 
diminish this figure somewhat. 


The estimate of operating income for 1917 may be con- 
siderably diminished and still exceed the average for any 
three consecutive preceding years. 

In Table 12 of the appendix the total number of tons of 
revenue freight originated by the carriers in the respective 
districts for the fiscal year 1916 is compared with the cor- 
responding figures for the fiscal year ended June 30, 1913, 
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the latter having been the largest prior year with respect 
to freight traffic. The totals for the respective districts 
show that the eastern roads originated 39,253,873 more 
tons during the fiscal year ended June 30, 1916, than in 
1913; the southern roads 20,438,186 more tons, and the 
western roads 21,091,749 more tons. The increase in the 
tonnage of bituminous coal was 6,649,600 tons for the east- 
ern district, 20,751,461 tons for the southern, while for the 
western there was a decrease of 1,949,606 tons. Similar 
increases are indicated in the tonnage of other commodities 
and groups of commodities originated in the respective dis- 
tricts, with the exception of forest products, with respect 
to which a decrease in the tonnage originated is observed 
for each of the districts. In this connection it should be 
recalled that the total number of revenue ton-miles of all 
carriers in the United States earning more than $100,000 
per annum for the fiscal year ended June 30, 1916, was 
343,099,937,805 compared with 301,398,752,805 revenue ton- 
miles for the fiscal year ended June 30, 1913, the largest 
preceding year with respect to freight traffic. 

The consideration of a general increased rate case is 
necessarily a study of tendencies. The trend of the curves 
shown in the different diagrams for the respective periods 
of time is unmistakably in a certain direction. It will be 
observed that there have been numerous ups and downs, 
but the general tendency has been favorable, including, for 
the country as a whole, the first four months of 1917. 
These figures and diagrams do not suggest a country-wide 
emergency. Emergencies of greater or less intensity may 
have existed with respect to individual carriers during 
various limited periods, but the direction of the curves 
shows recovery in each instance before the lapse of ex- 
tended periods of time. The general trend has been dis- 
tinctly favorable. 

An examination of the operating results of individual 
carriers shows that certain of them have lacked prosperity 
while others have been affluent. The reasons for lack of 
prosperity on the part of some of them are well known. 
The great majority of them show a healthy condition from 
financial and operating standpoints. We must consider not 
only the successful and strong but also the unsuccessful 
and the weak. The needs of certain weak lines, however, 
cannot justify a course of action that is unwarranted by 
the condition of the larger number of strong and success- 
ful lines. This record shows that many of the carriers 
are in a most prosperous condition. They have been man- 
aged by men of conspicuous ability and integrity, in whose 
achievement the whole nation may well take pride. It is 
certainly desirable that successes of this character which 
mean efficient service shall continue. 

A number of witnesses laid stress on the land grants 
received by various carriers and upon large accretions to 
their property which many of them have been able to make 
out of earnings. Under the system of uniform accounts 
adopted by the Commission in 1907 all expenditures of 
this character out of earnings are shown in the annual 
reports. A compilation made from these reports shows 
that as of June 30, 1916, class I carriers had expended for 
“additions to property through income and surplus” a total 
of $503,651,510, of which the eastern carriers had expended 
$295,476,596, the southern carriers $47,880,932, and the 
western carriers $160,293,982. These sums “include such 
amounts of income and surplus as have been definitely ap- 
propriated or set aside and expended since June 30, 1907, 
in the acquisition of property the cost of which is in- 
cluded in property investment accounts other than those 
for securities, etc.” 

The theory of this character of testimony seems to be 
that property donated and property paid for out of reve- 
nues of carriers does not in fact become their property in 
the sense that they may be permitted or are entitled to 
earn a reasonable return thereon, and that the public hav- 
ing donated certain property or having contributed to the 
revenues of the carriers through the payment of freight 
charges and passenger fares in reality owns such property 
and therefore cannot lawfully be asked to pay rates and 
fares which will yield a return on such property. These 
are questions of large import which have been directly 
raised in valuation proceedings now pending before us and 
which will not be discussed here. 

All the carriers expressed their willingness to begin im- 
mediately upon a revision of the horizontally increased 





rates with a view to reestablishing existing relationships 
between competitive localities, commodities and territories, 
thus recognizing the commercial disturbances which would 
certainly follow the proposed increases. It was generally 
admitted that a percentage increase would destroy existing 
rate relations, and in all cases where the amount of the 
charge is appreciably large and where the differences in 
distance between competitive localities are relatively 
great a 15 per cent increase would seriously affect com- 
petitors in a common market. It is probably due to this 
fact that with respect to certain important commodities 
the protests came from persons located at the greater 
distances from the markets. 

Only a most urgent and extraordinary situation would 
justify permitting tariffs carrying a large percentage in- 
crease to become effective. This record does not disclose 
the existence of a situation requiring so heroic & remedy. 

The absence of protests against the proposed rates from 
many interests and localities affected received some atten- 
tion upon the record. Certain witnesses were questioned 
respecting the extent of the clientele for which they were 
authorized to speak. The relative absence of protests from 
certain large traffic areas was likewise brought to our at- 
tention. The extent to which individuals, firms, and lo- 
calities refrained from protesting against the increased 
rates on the theory that increased rates would result in an 
increase in the car supply and improvement in service 
cannot be stated; nor can it be known to what extent 
public sentiment may have been influenced by those who 
could without serious difficulty pass along to others the 
burden of increased rates. The record also shows that 
some individuals and firms who could not so shift the bur- 
den favor the increases and are willing directly to bear 
the higher charges in the belief that such burden will be 
offset by advantages to them and to the country at large. 

These facts are not without significance in so far as they 
indicate an existing state of the public mind. They are 
quite without significance as a basis for determining the 
propriety and reasonableness of the proposed rates. The 
statute does not authorize us to arrive at a decision with 
respect to the reasonableness of rates on the basis of 
preponderating views. It may be admitted that facts of 
this character reflected in the record indicate a some- 
what different state of public opinion from that which has 
heretofore prevailed in connection with similar issues be- 
fore us. Representatives of insurance companies and 
bankers appeared to favor permitting the rates to become 
effective as a means of stabilizing their investments in 
railroad securities and stocks. 

While the instant case transcends all that have pre- 
ceded it in the magnitude of the sums involved and the 
spontaneity and universality of its precipitation, it is in 
its essential characteristics and fundamental factors iden- 
tical with other great rate-increase cases which have been 
considered. . 


From the proceedings of 1910 and 1911 to the present 
time all such cases have involved the consideration and 
weighing one against the other of certain fundamental 
factors. The essential character of these primary factors 
was the same in all the cases, but the attendant cir- 
cumstances, the relation of the factors to one another, and 
certain significant secondary factors were not the same in 
all. This lack of identity in the relationship and surround- 
ings of the individual factors accounts for the different 
conclusions arrived at in different proceedings. 


In this connection we refer especially to Tables 13 to 
21 in the appendix, which reflect operating results through 
the entire period embracing all of the important increased 
rate proceedings. They are the tables used in our reports 
of July and December, 1914, brought down to date. Tables 
13, 14, 15 and 16 show those things which strikingly re- 
flect the improvement in operating results following 
December, 1914. 


From a technical standpoint the question at issue is that 
of suspension of the proposed increased rates. In sub- 
stance the issue is the reasonableness of those rates. 
That is the issue which was tried on this record. The 
investigation which generally follows the suspension of 
tariffs in the instant case preceded their suspension. The 
reasons for this have been suggested in this report. As 
a matter of law, we cannot require cancellation of these 
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rates at this time. From the beginning of this proceeding 
the carriers, the shippers and the Commission alike have 
dealt with the essence of the economic problems presented 
rather than with legal questions. 

We are not unmindful of the fact that plausible and per- 
suasive arguments may be buttressed upon selected sta- 
tistics taken from this record. The compilations upon 
which we rely in arriving at our conclusions were made 
in our division of statistics, based upon the sworn reports 
filed by the carriers. All the statistical exhibits intro- 
duced by carriers and protestants have been carefully 
checked, just as far as checking was possible, from the 
annual and other periodical and special reports filed with 
us by the carriers. There can be no question regarding 
the fundamental accuracy of the statistical summaries 
upon which we have primarily relied in this respect. 

As we have said, if the unfavorable results of February 
had continued our conclusion must have been different. 
Those unfavorable tendencies, however, did not continue. 
The general operating results, looked at in the large 
through a series of years, show on the whole substantial 
improvement, general prosperity, and, by comparison with 
former years, ample financial resources with which to 
conduct transportation. 

Increased prices of materials and supplies, the in- 
creased cost of fuel, and increased wages are all significant 
and extremely important factors in the situation which we 
are here considering. Some of the symptoms are unques- 
tionably unfavorable. Much or all of what some of the 
railway officials believe will occur may occur in the future. 
No one can know in advance. Higher prices are being 
paid to-day, and still higher prices may have to be paid in 
the future, but that these higher prices will have that un- 
favorable effect on the general operating results which 
some believe they will have is by no means certain. 

We have carefully considered the expenditures made 
by the carriers in 1916 for maintenance of way and struc- 
tures and for maintenance of equipment. These indicate 
that no undue or disproportionate outlay was made in 1916 
for these purposes. This question was carefully consid- 
ered in the 1915 Western Rate advance Case, 35 I. C. C., 
497, 514, 515 (The Traffic World, August 14, 1915, p. 320). 
In the western district the ratio of maintenance expendi- 
tures to total operating revenues in the fiscal year 1916 was 
less than for the average of the years 1914 and 1915; and 
in general we do not think that the outlay for maintenanc> 
has been excessive, either relatively or absolutely. ° 

In a general way both the fiscal year ended June 30, 1916, 
and the calendar year 1916 were remarkable years in the 
history of American railroads. The volume of tonnage was 
never before equaled, and the gross receipts, as well as the 
net receipts, in each of the three districts were greater 
than ever before. Thus the average operating revenue 
per mile of road operated for the calendar year 1916 was 
$15,715 as against $13,455 for 1915, $12,885 for 1914, $13,819 
for 1913, and $13,237 for 1912. Similarly, the average 
operating income per mile of road opérated in 1916 was 
$4,723, as against $3,827, $2,964, $3,345 and $3,590 for the 
four preceding years, respectively. The ratio of operating 
income to average investment, or book cost, for the calen- 
dar year 1916 was 6.40 per cent, as against 5.24, 4.09, 4.68 
and 5.30 per cent for the preceding calendar years, re- 
spectively. 

A notable difference began to manifest itself in October, 
1916, persisting, and on the whole growing accentuated, 
during the first four months of the current calendar year 
as between the eastern district and the southern and west- 
ern districts. Table 22 in the appendix indicates per mile 
of road operated, the railway operating revenues, the rail- 
way operating expenses, the net revenue from railway 
operations, and the railway operating income for carriers 
in the United States as a whole, for carriers in the eastern, 
southern and western districts, comparing each month be- 
ginning in July, 1916, through April, 1917, with the corre- 
sponding month of the previous year. 

An inspection of the table will disclose that the carriers 
in the eastern district down through September, 1916, 
showed an increase in net revenue and in operating in- 
come over the corresponding month of the previous year. 
Beginning, however, with October, 1916, and continuing 
through April, 1917, this tendency is reversed for the 
eastern carriers, whereas with few exceptions the south- 
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ern and western carriers continued to show comparative 
increases in these items for each successive month. Thus, 
in October, 1916, the eastern carriers showed a decline in 
net revenue per mile of road from $840 to $821, and in 
operating income from $760 to $726. 

For November, 1916, the eastern carriers showed a de- 
cline in these two items from $800 to $720 in net revenus, 
and from $721 to $623 in operating income. 

For December, 1916, the same tendency persisted, show- 
ing a decline in net revenue from $706 to $630 and a de- 
cline in operating income from $625 to $532. 

The increasing tendency in these items for the months 
of July, August and September, 1916, sufficed for the last 
six months of the calendar year 1916 to make a slightly bet- 
ter aggregate showing as contrasted with the last six 
months of the previous calendar year. But so far as the 
eastern carriers are concerned, the decline for the last 
quarter of 1916 was continued for the first four months 
of 1917 and in increasing ratio. 

Thus, in January, 1917, net revenue per mile of road 
operated declined from $608 to $531, and operating in- 
come from $520 to $434, 

For February, 1917, exceptional operating conditions ex- 
aggerated the decline and rendered it more pronounced. 
The February returns show a decline in net revenue from 
$576 to $271, and in operating income from $489 to $176. 

March showed the same comparative decline, although 
upon a less intensified scale than in February. Net rev- 
enue declined from $666 to $557, and operating income from 
$578 to $460. The returns for April indicated the same 
tendency, net revenue declining from $686 to $611, and 
operating income from $599 to $512. 

Summarizing the four months ended with April, 1917, 
the decline in net revenue per mile of road was from 
$2,536 to $1,970, and in operating income from $2,185 to 
$1,581. If we compare the relative decline in the last 
quarter of 1916 when this tendency became noticeable, we 
find that the falling off in operating income from the oper- 
ating income of the last quarter of the previous year was 
approximately 19 per cent, whereas for the first four 
months of the current calendar year the decline in operat- 
ing income as compared with the first four months of 
the previous calendar year amounts to about 27.5 per cent. 

In interpreting these figures it must be borne in mind 
that the gross revenue in each of the three districts 
showed for each month from July, 1916, to April, 1917, a 
comparative increase, except only for the month of Febru- 
ary in the eastern district. In the southern and western 
districts the results, so far as net revenue and operating 
income are concerned, show an almost unbroken contrast 
to the results for the eastern district. 

If on the basis of the first four months of the current 
calendar year we estimate the total gross revenue in the 
eastern district for the entire year, we find indicated an 
average operating revenue per mile of road of $29,432, as 
against an average operating revenue for the preceding 
year of $27,688. Despite this increase in the gross operat- 
ing revenue the average operating income per mile of road 
estimated for 1917, on the basis on the first four months 
of the calendar year, amounts to but $1,582, as against 
$2,188 for 1916. This indicates that the ratio of operating 
income to average investment in the eastern district will 
be but 4.893 per cent, as against 6.662 per cent for 1916. 

In other words, using the actual figures for the first four 
months of the present calendar year, it would appear that, 
although the gross revenue for the carriers in the eastern 
district would exceed that for the calendar year 1916 by 
approximately 7 per cent, the operating income per mile 
of road will be but $5,802, as against $7,782 in 1916. 
This is only 75 per cent as much net income per mile of 
road in 1917 for performing about 107 per cent of the serv- 
ice performed in 1916. 

The returns for the first four months of the calendar year 
1917 for the roads in the southern district and in the west- 
ern district disclose a dfferent tendency and outlook. Com- 
mon alike to the three districts is the probable increase in 
gross operating revenues. Thus, the first four months 
disclose average operating revenues per mile of $4,388 in 
the southern district as against $3,960 for the correspond- 
ing period in 1916, and $3,705 as against $3,288 in the west- 
ern district. But in both the southern and western dis- 
tricts the first four months of the current calendar year 
presage not only an increase in the average operating in- 
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come per mile of road, $1,222 as against $1,181 for the first 
four months of 1916 in the southern district and $930 as 
against $877 for the roads in the western district, but in 
both an increase in the ratio of operating income to average 
investment is indicated, rising in the case of the south- 
ern district from 6.390 per cent to 6.453 per cent and in 
the western district from 5.953 per cent to 6.217 per ceni. 
It may very pertinently be asked how it results that with 
the carriers in all three districts confronting increased 
expenditure for labor, fuel, and supplies, the pros- 
pective effect upon their respective net income is so 
markedly different. To this inquiry it is probably 
too early to make a completely sat.sfactory answer. Among 
the factors the following may be suggested as highly prob- 
able contributory causes. The ratio of increased wages 
may have been greater for the eastern carriers. The east- 
ern carriers have encountered earlier and to a more com- 
plete degree the increase in prices of materials and sup- 
plies. The volume of traffic which has congested certain 
of the roads and terminals in the eastern district would 
seem to indicate that with their present facilities they can 
perhaps take on additional traffic only at an increasing cost 
per unit. In this respect they present a somewhat sharp 
contrast to roads in the southern and western districts. 
Congestion at eastern ports and terminals has led to the 
diversion of some traffic to Gulf and south Atlantic ports. 
Significant, too, is the testimony of Mr. Fairfax Harrison, 
president of the. Southern Railway, who stated: 


I think I am quite safe in saying that we have no such 
troubles. We could get along with a much larger volume of 
business than we are doing today, and do it economically. 
Our trouble is that we are met by embargoes at boundary 
points, at Potomac Yard, at Cincinnati, and at other places 
where we have to get into the congested territory. -For ex- 
ample, at the moment our normal preponderance of tonnage is 
northbound, but we are moving very little northbound today 
and our preponderance is southbound. It is an uneconomical 
displacement of our operating situation; it is more expensive. 
But we have not had in the south yet, fortunately for us, the 
couses of the congestions which have affected the whole coun- 
try elsewhere. 


In the western district the transcontinental roads, par- 
ticularly the Southern Pacific and the Santa Fe, are now 
carrying a large volume of traffic which would normally 
move via the Panama Canal. This they are apparently able 
to handle without great difficulty. Whatever may be the 
other contributing causes to the divergent tendencies mani- 
fested in the three districts, the existence of agencies 
making for radically diverse results in the eastern dis- 
trict from those likely to appear in the southern and west- 
ern districts would seem to be substantiated by the fol- 
lowing table, which gives the ratio of net operating in- 
come to properly investment in the three districts from 
1900, with the probable results indicated for 1917. The 
estimates for 1917 are based on the monthly reports of car- 
riers to the Commission, and thus relate to operating in- 
come rather than to net operating income, the distinction 
being that net operating income is derived from operating 
income by adjusting the last-named item for hire of equip- 
ment and other rents. For the purposes of this table 
the distinction is negligible, and the 1917 item is restricted 
to operating income only, because the monthly reports do 
not incllde data for rents. 


NET OPERATING INCOME PER CENT OF PROPERTY IN- 
VESTMENT. 


Eastern Southern Western 
district. district. 
4.46 4.84 
4.77 5.29 
5.01 5.30 
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75.45 
6.21 


*Average based on gross property investment. 
+Average based on property investment less reserves for de- 
preciation. 
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The protestants do not dispute the fact of large in- 
creases in the prices of supplies, although there is, perhaps 
naturally, a divergence of opinion between the carriers and 
certain of the protestants as to the average percentage of 
such increases; but whether that percentage be taken at 
approximately 30 per cent, as certain of the protestants 
insist, or at 42 per cent or higher, as the carriers assert, 
the general increase in undeniable. The aggregate of the 
increased expenses thus imposed cannot be predicted with 
any satisfactory degree of certainty. We cannot know 
what the future: fluctuations in the prices of such supplies 
may be. With respect to them, as with railway fuel, there 
is a remarkable difference in the figures and estimates of 
the various carriers. Some have contracted for fuel or 
supplies upon a lower price level, and others are without 
the protection of such contracts or have contracts to ex- 
pire at an early date. 

Without in any wise impugning the estimates of the 
carriers or criticisms thereof offered by the protestants, 
we prefer to confine our fcerecast to the basis of actual 
experience for the 10 months from July 1, 1916, including 
the first four months of the present calendar year. 

For these reasons, necessarily stated in somewhat gen- 
eral terms, we are led to the conclusion that no condition 
of emergency exists as to the western and southern car- 
riers which would justify permitting a general increase 
in their rates to become effective. In the eastern district 
increased rates have recently been permitted to become 
effective generally on bituminous coal, coke and iron ore. 
We think that similar increases may properly be permitted 
in the southern district on coal, coke and iron ore, and in 
the western district on coal and coke. This will preserve 
rate relationships between the several districts. In the 
southern district the proposed increased rates on coal are 
on the basis of 15 per cent, with a maximum of 15 cents 
per ton. These tariffs we shall permit to become effective. 
In the western district the increases are based upon 15 
per cent, with a minimum of 15 cents per ton. These tar- 
iffs will be suspended, but the western carriers may, if they 
so elect, file new tariffs carrying increases in rates on 
coal and coke not exceeding in any case 15 cents per ton. 
All of the tariffs included in this proceedjng of the west- 
ern lines will be suspended. All of the tariffs included in 
this proceeding of the southern carriers will be suspended, 
excepting those applying on coal, coke and iron ore. 

In connection with our investigation as to rates on 
bituminous coal certain proposed increased rates on bi- 
tuminous coal were suspended in Investigation and Sus- 
pension Docket No. 774. Subsequent to the institution of 
that proceeding conditions surrounding the production, 
transportation and sale of bituminous coal became so un- 
usual that the principal protestants before us voluntarily 
conceded that the conditions were abnormal and that the 
rates might appropriately be increased, some of them, 
however, contending that the existing relationships of 
rates from certain coal-producing districts should be pre- 


served. Pending further consideration of that proceeding 


and of the instant case, the carriers parties to the tariffs 
referred to voluntarily postponed the effective date thereof 
to August 1. Since that time increases have been filed, 
to become effective July 1, to destinations intermediate to 
those covered by the tariffs of which the carriers post- 
poned the effective date to August 1. It is therefore 
consistent and appropriate that those carriers be per- 
mitted, on short notice, to advance the effective dates of 
such tariffs, and they are hereby authorized so to do. 


For reasons indicated in this report, we shall suspend 
all of the tariffs before us in this proceeding of the eastern 
carriers, excepting those applying on iron ore. As has 
been indicated, however, the conditions confronting the 
eastern carriers are substantially different from those con- 
fronting the southern and western carriers, and we are 
persuaded that they are entitled to increased revenue 
beyond and above that which they are securing and will 
secure from the increased rates on bituminous coal, coke 
and iron ore. By recent act of Congress, we have been 
given jurisdiction over the movement, distribution, ex- 
change, interchange and return of freight cars. The 
obvious intent of this legislation is that cars shall be so 
used by the carriers as to secure the performance of the 
largest possible amount. of transportation in needed and 
equitable ways. Shortly following the outbreak of the 
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European war an unprecedentedly heavy movement of 
freight to the eastern district began, and that district in 
large part has been badly congested ever since. Hope- 
less congestion has been avoided only by a practically 
continuous condition of operating under embargoes. The 
result has been that while roads in other sections have 
generally been short of cars and in possession of less 
cars than they owned, the carriers in the eastern district 
have been in possession of substantially more than their 
ownership of cars. The hauling of empty cars is ex- 
pensive and productive of no revenue. Rhilroad operating 
officials naturally and properly endeavor to avoid all un- 
necessary hauling of empties. There has been reason to 
believe that this disinclination to haul empties has caused 
the detention on the eastern roads of many cars that 
were badly needed in the west or south. It is probable, 
if not certain, that in administering the duties laid upon 
us by the legislation referred to we shall find occasion 
to require a very unusual haul of empty cars by the 
eastern carriers for the purpose of getting them promptly 
to western or southern localities where they are needed. 
In this way important additional expenses will probably 
fall upon the eastern carriers. 

As we have indicated, percentage increases, especially 
where the percentage is substantial, cannot fail to disrupt 
competitive commercial relationships. A general increase 
in class rates which preserves existing relationships, dis- 
tributes itself more generally and more equitably than 
would general increases on commodity rates. It also affords 
relatively equal benefits to all of the carriers parties 
thereto. Among the eastern carriers those located in 
New England appear to present the most serious condi- 
tion. They are not carriers of large volumes of heavy 
loading commodities that move under commodity rates. 
It is not possible to estimate with confidence and accu- 
racy the amount of additional revenue that will accrue 
from increased class rates, but from the best information 
at hand we conclude that the eastern carriers should be 
permitted to increase their class rates between New 
York and Chicago to the following scale, and to corre- 


spondingly increase their other class rates applying intra- 
territorially between points in Official Classification terri- 


tory, observing the established relationships between 


ports and localities: 

1 2 3 4 5 6 

90 79 60 42 36 30 
Such tariffs may be made effective upén not less than 
five days’ notice, given in the usual way. 

Special emphasis has been laid upon the unusually 
heavy increased expenses that have been laid upon the 
carriers by water, which, because of arrangements for 
through carriage with rail carriers, are subject, as to 
part or all of their rates, to our jurisdiction. Ordinarily 
rates via rail-and-water routes are maintained at a lower 
level than via all-rail routes. Largely increased costs 
of operation, the diversion of traffic to other channels be- 
cause of war conditions, and the attendant increased 
marine insurance have laid upon such ,rail-and-water 
routes unusul burdens. We think that existing condi- 
tions justify the maintenance of rates via such routes on 
a level not higher than the all-rail rates between the 
same points. Carriers in the eastern, southern and west- 
ern districts parties thereto may, if they so elect, file 
and make effective, upon not less than five days’ notice, 
tariffs increasing existing joint rates between rail-and- 
water carriers to a level not higher than the all-rail 
rates between the same points. 

It is not improbable that some of the rates which we 
are authorizing to be increased are held by unexpired 
orders of the Commission. If that is true in any case, 
parties to such orders must, before filing such increased 
rates, apply for and secure specific modification of such 
orders, 

The carriers were clearly within their rights-in bring- 
ing these matters to our attention when they did. We 
do not question their good faith in anything they have 
done in this connection. Their action is an added evi- 
dence of the farsightedness and sense of responsibility in 
the performance of their duties toward the public with 
which so many of their officials are managing and ad- 
ministering the affairs of their respective properties. The 


things which they believed several months ago would hap- 
pen have not happened. None of us know what the 
future may develop. We do not believe that it would 
be in the interests of anyone to now resume hearings in 
detail as to the suspended tariffs. As stated, we believe 
that the facts which have been developed constitute a 
full and sufficient basis for arriving at a just conclusion 
with respect to the proposed increased rates. We shall, 
through the medium of the monthly reports of the car- 
riers, keep in close touch with the operating results for 
the future, and if it shall develop that the fears which 
have prompted the carriers are realized or that their 
realization is imminent, we shall be ready to meet that 
situation by such modification or amplification of the 
conclusions and orders herein reached and entered as 
are shown to be justified. If it shall develop that what 
has been accorded herein is more than is appropriate or 
that the increased rates are no longer warranted, we 
shall depend upon the pledges of the carriers to respond 
promptly to an announcement by us of a conclusion to 
that effect. Inasmuch as a general percentage increase 
is so undesirable because of its serious effect upon com- 
mercial conditions and established relationships, it would 
seem to be appropriate for the carriers to cancel the tar- 
iffs which we suspend herein, and permission is hereby 
accorded them so to do. The record will be available 
for consideration in any further proceedings that may be 
necessary or appropriate in this connection in the fu- 
ture, and any substantially changed conditions which may 
develop can be promptly, adequately, and fairly dealt 
with. The foundation for any such action can doubtless 
best be laid in conferences between the Commission and 
representatives of the carriers and of the shippers. The 
existing public sentiment to which we have referred and 
the manner in which the proposals of the carriers have 
been presented and handled by them indicate a feeling of 
mutual confidence, which at many times in the past has 
been regrettably absent. 

An appropriate order of suspension of the proposed 
schedules will be entered. 

HARLAN, Commissioner, concurring: 

Under the law, this Commission may act only upon a 
concurring vote of at least four of its members, and, in 
view of the recent death of Commissioner Clements and 
of the varying conclusions entertained among my col- 
leagues on the important questions presented by the rec- 
ord, it becomes necessary, in order that some affirmative 
results might follow from this extended and laborious in- 
vestigation, that I should concur in the course outlined 
in the Commission’s report. I did this, however, because 
its findings are in the direction of what the record seems 
to me to justify and require and not because I regard the 
relief granted as adequate. Under the circumstances I 
venture briefly to explain my individual convictions in 
the case. 

That a full hearing has been had, as the report finds, 
will be obvious to anyone who followed the proceeding 
or has examined the record. All shippers, either individu- 
ally, by counsel, or through the traffic and commercial 
organizations to which they belong, were given an oppor- 
tunity to be heard; and the shippers who testified were 
many in number and representative of their respective 
industries. In addition, a mass of statistical exhibits was 
introduced in evidence. In this way every aspect of the 
situation was carefully examined and illustrated. The 
result is a record that is entirely sufficient to enable us 
not only to decide whether or not the proposed rates 
should be suspended, but also to determine, as the Com- 
mission in fact has done, whether the present rates in 
any of the three great rate districts of the country might 
properly be increased and, if so, to what extent. The 
report of the Commission therefore brings the case to a 
conclusion at this point and, wisely in my judgment, does 
not undertake to continue the investigation as a suspen- 
sion case under the suspension orders that are now to be 
entered. 

From the mass of statistics offered in evidence on both 
sides it is not difficult, as the Commission’s report indi- 
cates, to compile figures to illustrate almost any theory 
respecting the troubles of the carriers of the country. It 
is not my purpose, however, in this brief expression to 
deal much in statistics. It will suffice to say that laying 
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some stress upon the figures for the last four months, the 
Commission’s finding upon the whole record is that the 
fears of the railroad officials, when they laid their request 
for increased rates before us, have not been realized. The 
report, then, indicates the purpose of the Commission to 
follow the developments through the medium of the 
monthly reports of the carriers, and should their earnings 
make it appear that the dangers feared by the carriers 
are imminent, the Commission will then meet the situation 
by promptly amplifying the limited relief now permitted 
to them. 

This month-to-month and purely statistical view of the 
matter seems to me to be wholly inadequate. Nor do I 
regard that course as altogether safe. We are facing a 
much larger problem, and it must be approached in a 
much broader way if we are to reach a sound solution. 
The report of the Commission states that some of the 
symptoms disclosed of record are unquestionably unfavor- 
able. As I read the record, this is undoubtedly the case 
and, being so, the wisdom of. deferring full relief is not 
apparent to me. What the country as a whole needs, as 
all participating in the hearing seemed to agree, is much 
larger terminals, more tracks, more cars and more loco- 
motives. This enlargement of our facilities is not re- 
quired merely to meet the exigencies growing out of the 
war, but to keep our transportation facilities up to the 
measure of the country’s growing volume of business. We 
are now a creditor nation, and it may reasonably be ex- 
pected that the trade balance in our favor will continue 
at least for some years. With the aid of our new mer- 
chant marine, this may become a more or less permanent 
condition. With such a prospect before us, a foundation 
should be laid without delay for a definite plan for the 
development and building up of our transportation system. 
For seven or eight years, competent railroad officials have 
been warning us that the carriers are not keeping abreast 
of the requirements of the country. It is true that there 
are periods when a substantial part of the carriers’ equip- 
ment is lying idle. On the other hand, the carriers cannot 
prudently undertake to meet extreme and extraordinary 
demands. But a rough estimate of a billion dollars has 
been suggested as the yearly expenditure necessary to 
enable them to open up new territory and to enlarge and 
extend their present facilities in order to meet the rapidly 
growing volume of the general commerce of the country. 
No such investment, however, has been or is being made 
in our railroads. On the contrary, an exhibition of record 
shows that beginning with 1895, the new construction in- 
creased year by year until 1910, while from the latter 
date it has steadily diminished. In other words, our popu- 
lation and commerce have largely expanded, but there 
has been no expansion, relatively speaking, in our trans- 
portation facilities. 

For two years the commerce of the country has been 
moving under intermittent embargoes, an experience, as 
must be observed, that we have had in the past not only 
while we were at peace, but while the world at large was 
also at peace. Great losses have resulted to the whole 
country. The producer aid manufacturer, with ample sup- 
plies which the public was demanding, have been unable 
to make deliveries. The coal operator, with no shortage 
of coal at the mine, has not been able to deliver it promptly 
to those needing it. Prices for the necessities of life 
have increased, partly at least because existing supplies 
could not be brought to the consumer; and the speculator 
has been enabled to demand unreasonable prices because 
inadequate facilities have prevented the competition in the 
consuming markets of those who were prepared to furnish 
the same commodities at lower prices. Large industries 
have been greatly embarrassed. It was stated of record, 
for example, that the producers of lumber in one territory 
alone, with the materials at hand, have fallen 30,000 car- 
loads short in meeting their orders during the past 12 
months. Many other instances of car shortage and of 
extraordinary delays in the delivery of traffic are related 
of record, but they need not be deailed here. It will suffice 
to say that, while the strains of the war have much to 
do with the present transportation conditions, the one out- 
standing fact during the hearing, as to which there was 
no disagreement, was that our transportation system is 
lacking in the capacity to meet the demands of the ship- 
pers and that the resulting loss to the general public has 
been very large. This condition is one of present danger, 


with a possibility that it may even become disastrous 
during the war period. But aside from this military in- 
fluence, the record leaves no doubt that our transportation 
system, as a whole, must be promptly enlarged and ex- 
panded. 

The shippers of the country recognize the danger and 
have given expression to this apprehension upon the rec- 
ord. They regard a prompt and sound cure of the trouble 
as being as vital to them as to the carriers. Representa- 
tives of some of the largest industrial centers, officers of 
some of the largest traffic organizations, and officials of 
some of the most important shippers of the country, 
availed themselves at the hearing of the opportunity to 
refer to the situation, and to point out that, in their own 
interest as shippers, and in the interest of the general 
shipping public, the rates of the carriers might well be 
increased in order that they may be put in a position to 
increase their terminals and facilities. Many earnest ob- 
jections were, of course, made to any increase. Other 
shipping interests were ready to acquiesce in an increase 
provided no discriminations against them were involved. 
But the whole discussion, unusually free from selfish con- 
tentions on the part of the shippers, and approached by 
the carriers, as I undérstand the record, in no selfish 
spirit, .eaves me with the conviction that the shippers at 
large are ready for a substantial increase in their rates, 
provided it will result in an early betterment of their 
transportation service and in a rate structure free from 
discriminations. The record, in my judgment, demon- 
strates a proposition that has long been clear to me, 
namely, that a rate is a public question and that the ex- 
isting rates, aside from any interest that the owners of 
our railroads may have in the matter, could well be ad- 
vanced in the public interest, in order that assurance may 
thus be given for the early enlargement of our transporta- 
tion facilities. 

I express the thought in that way because it is clear 
that so long as we look to private interests to furnish 
a transportation service for the country we must see 
to it that the rewards are sufficient to attract capital for 
its further development. Under present conditions this 
appears not to be the case. Executives of great insurance 
companies and of great savings institutions testified dur- 
ing the hearings that the volume of their holdings in 
railroad securities has been steadily diminishing and that 
they and other large investors are looking with decreas- 
ing favor on railroad securities. Possibly this may result 
to some extent from an impression, which I think is 
very erroneous, that this Commission takes too narrow a 
view of such questions as are before us here. But, in 
any event, we must not overlook the fact that at this | 
time, and apparently for the next few years, new capi- 
tal must be sought by the carriers in competition with 
the demands of many governments for war loans and in 
competition with the very large returns of industrial 
companies. Nor must we overlook the fact that the re- 
turns on property investment in railroads, even under 
the unusually prosperous year 1916, were not such as 
to give any preference to the railway investor, and for 
the last 16 years this average return has been, using the 
principal and representative roads, for the eastern dis- 
trict 5.48, the southern 4.69 and the western 5.04 per cent. 

Without extending this brief expression of my concep- 
tion of the case, it will suffice to say that from the whole 
record it is clear to me that the 15 per cent increase pro- 
posed by the eastern carriers which in its actual results 
would probably not exceed 10 per cent should be per- 
mitted to become effective. The record shows that con- 
ditions with the western and southern lines are some- 
what better than with the eastern carriers. Nevertheless, 
in my judgment, they also should be permitted some in- 
crease in their rates on the general grounds that I have 
attempted briefly to outline. In view, however, of the 
findings of the Commission’s report, it will not be neces- 
sary to discuss the extent of the increase that they should 
have. 


In the light of the refusal by the Commission of what, 
in my judgment, is sufficient additional revenues to the 
carriers, it seems appropriate again to call attention to 
the economies that may be and should be effected through 
the co-ordination of terminals, the elimination of unhealthy 
competition, the waste in service through the light load- 
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ing of cars, and the performance of special services for 
particular shippers without charge. These matters I have 
discussed at some length elsewhere, and since my view 
upon them are more or less understood I will not en- 
large upon them here. Much of the service at the 
larger industrial centers and ports is special in character 
and the heavy terminal cost encountered by the carriers 
in performing them is spread over the rate structure 
instead of being compensated under a special charge. 
The smaller communities grouped with the larger centers 
thus bear burdens that should be borne by others. Sooner 
or later matters of this kind must have serious attention 
by the Commission, and they will open sources of sub- 
stantial additional revenues to the carriers. 

MEYER, Commissioner, dissenting in part: 


I concur in the conclusions with respect to carriers in 
western and southern territories. I dissent from the con- 
clusion of the majority that an emergency exists in re- 
gard to carriers in the eastern district of such a char- 
acter as to make it imperative to authorize at this time 
the increased class rates sanctioned by the majority. 


Five members of the Commission, including myself, 
have virtually addressed the carriers in the western and 
southern districts as follows: “The things that you be- 
lieved several months ago would happen have not yet 
happened. You therefore have not justified these in- 
creased rates. If any or all of the untoward events upon 
which your application for increased rates was largely 
based should occur in the future you may then bring 
them to our attention. In the light of what we have 
learned in this proceeding and in the light of what we 
may learn from your monthly reports as they will reach 
us from time to time hereafter we will be in a position 
on short notice, and with only brief supplementary pro- 
ceedings, to decide whether, as a matter of justice to all, 
our orders of suspension should be vacated with respect 
to some or all of the suspended tariffs carrying the in- 
creased rates. This will enable us to protect the interests 
which you represent, in so far as we may lawfully do so, 
and the entire people of this country against any possi- 
ble situation which might cripple your respective prop- 
erties in the performance of their public functions during 
this critical period of American history.” This same lan- 
guage should be addressed to the eastern carriers. 


I recognize freely that the results of operation for east- 
ern carriers during recent months have been less favor- 
able than for the western and the southern. Certain tend- 
encies are unmistakably unfavorable. It is difficult to 
characterize with moderation many of the prices of ma- 
terials and suppiles and fuel which these carriers have 
paid and which apparently they will pay for some time to 
come. These together with higher wages tend with cer- 
tainty toward more-unfavorable operating results. We 
have authorized increases in the rates on bituminous coal, 
coke and ore which will add to the operating incomes of 
these carriers many millions of dollars and which will 
bring the estimated return on the book cost of the car- 
riers up to a level which in my judgment disproves the 
theory of an acute contemporary emergency demanding 
drastic action at this moment. In spite of increased and 
increasing expenses, there is nothing before us to -prove 
conclusively that the net returns of carriers in the east- 
ern district for the calendar year 1917 may not be more 
favorable than the net returns for all but a very small 
number of years during their entire history. But even if 
the contrary could be demonstrated it does not neces- 
sarily follow that the increases authorized by the major- 
ity should be authorized at this time. Whenever the 
time may come, if it should come, that a real emergency 
can be shown to exist, we can then do promptly what 
justice and the law may demand. Before important ac- 
tion like this is taken the most conclusive proof of its 
necessity should be before the Commission. If I apply to 
the facts now before us the same test which I applied to 
the facts before the Commission in the great advanced 
rate cases that have preceded this one I am forced to a 
different conclusion regarding eastern carriers than that 
reached by the majority. 


As stated in the majority report, while the instant case 
transcends all preceding ones in the magnitude of the sums 


involved, in its essential characteristics and fundamental 
factors it is identical with them. 

From the proceedings of 1910 and 1911 to the present 
time all of these cases have involved the consideration and 
weighing one against the other of certain common funda- 
mental factors. The relation of these factors to one an- 
other, and certain attendant features alone have varied, 
not the factors themselves. This lack of identity in the 
relationship and surroundings of the individual factors ac- 
counts for the differences in the conclusions arrived at by 
us in the successive proceedings. 

In the advanced rate cases which terminated in Febru- 
ary, 1911, we considered gross operating revenues, operat- 
ing expenses, net operating income, operating ratios, rates 
of interest, rates of dividend, book costs and book values, 
the volume and character of securtties, and allied factors 
during a succession of years, and interpreted these in the 
light of numberless other facts of record. As an attendant 
feature much consideration was given upon the record to 
questions of economy and efficiency. At that time we 
considered earnestly whether or not in the light of-all the 
facts before us certain increases should be authorized. In 
a separate proceeding involving the southwestern lines 
we then authorized increases, but finally concluded that 
conditions as a whole did not demand authorization of 
increases in the Official and Western Classification terri- 
tories. As is attested by the language used and unani- 
mously approved by us in various proceedings affecting 
the rates on commodities which move in great volume, the 
facts established in the proceedings of 1910 and 1911 left 
their impress upon our minds, and to a certain extent 
shaped our action during the period intervening between 
February, 1911, and July, 1914, the date of the report in the 
second great advance movement. 

In July, 1914, we again had before us a voluminous rec- 
ord upon which carriers based their claims for increased 
revenues. After considering the same group of factors 
which we had considered in 1911 but which had changed 
to a certain extent in their relative weight and relation- 
ship, and which were accompanied by the special features 
of allowances to industrial railways and the performance 


of accessorial services, we arrived at the conclusion that 
the increased rates prayed for had not been justified in 
their entirety. 

Six months later, in December, 1914, in a further hearing, 
for the third time we had before us the same prayer of 
the carriers and the same group of factors which had been 


given consideration during the previous proceedings. The 
hearings which followed our decision of July, 1914, added 
to the record as made prior to July, 1916, certain signifi- 
cant facts. These, together with the intervening suspension 
of various tariffs in which it was proposed to assess 
charges on certain accessorial and so-called free services 
and the course of the proceedings with reference to indus- 
trial railways, compelled a modification of the conclu- 
sions reached in July, 1914, with respect to sources througn 
which the carriers might augment their revenues and of 
our specific findings in that case. The relative weight of 
fundamental facts of record had changed, which in turn 
required a changed conclusion. In this connection I refer 
to Tables 13 to 21, which reflect operating results through 
the entire period embracing all of the important increased 
rate proceedings. They are the tables used in our reports 
of July, 1914, and December, 1914, brought down to date. 
I direct especial attention to Tables 13, 14, 15 and 16, 
which clearly indicate the improvement in operating re- 
sults following December, 1914, and likewise reflecting the 
decline since the fall of 1916. 

During 1915 we dealt with two similar proceedings, one 
involving freight rates and the other passenger fares. 
Once more we-considered the identical set of factors. 
We weighed and compared as we had weighed and com- 
pared in 1911 and 1914. Our conclusions differed from 
the conclusions in the earlier proceedings to the extent 
to which the weight and relationship of these factors dif- 
fered from the weight and relationship of the factors in 
the antecedent proceedings. 

In the instant case we have before us once more the 
now familiar aggregation of basic factors. Again we have 
considered them by themselves and in their relationship 
to one another, and we have assessed them in the light 
of the attendant facts and circumstances of record. ApD- 
plying the same kind of reasoning and the same methods 
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which have prevailed in the earlier proceedings to the facts 
upon the present record, I have reached the conclusion 
that the proposed increased rates have not been justified. 
The majority holds that the eastern carriers have justified 
certain increased rates. My convictions are to the con- 
trary. 

The year 1916 is admitted by all to have been an abnor- 
mally prosperous year for the class I railways of the east- 
ern district, as well as for those of the entire country. 
The banner year prior to 1916 was 1913. In 1913 the oper- 
ating revenues in the eastern district amounted, for the 
four months January to April, inclusive, to $7,241 per mile 
of road; the next best year prior to 1916 was 1915, in the 
corresponding four months of which this item was $6,653, 
although for these four months it was surpassed by 1914, 
in which the item amounted to $6,850. For the like period 
of 1916 the item had risen to $8,528, an increase of 17 per 
cent over 1913, and for the like period of 1917 it had further 
risen to $9,056, an increase more than 6 per cent over the 
figure for 1916. 

It is argued, however, that expenses are rising much 
faster than revenues and that the outlook is so unfavorable 
that in the opinion of the majority it is necessary at once 
to authorize an increased class scale of rates. 

The carriers are primarily interested not in operating 
revenues nor in operating expenses, but in the margin be- 
tween them, in what remains of operating revenues after 
operating expenses and taxes have been deducted, or oper- 
ating income. The operating income per mile of road in 
the eastern district for the first four months of 1916 was 
far in advance of that of any prior year for which the 
figures have been compiled from our monthly reports, be- 
ing $2,188 as against $1,394 for the like period of 1911. 
The largest figure for this period for any of the interme- 
diate years was $1,340 for 1913. The corresponding figure 
for the like period of 1917, within which the flood of in- 
creasing costs was expected to be upon us, was $1,582, 
an amount more than 13 per cent better than for that 
period of any of the preceding six years except the abnor- 
mal year of 1916. 

It is too early for most of the May reports of the large 
carriers to have reached us, and at the time of writing 
only two of the principal carriers have filed their reports 
for May. While it probably would be incorrect to say that 
these two are typical, it is not without significance to 
point out that the operating income of the Southern Pa- 
cific Company for May, 1917, is more than 30 per cent 
greater than for May, 1916, and that while that of the 
Delaware, Lackawanna & Western, the only large eastern 
carrier whose last monthly report has been received, shows 
a falling off, it is yet substantially greater than for any 
May in the four years preceding 1916. The figures for the 
Delaware, Lackawanna & Western for the month of May 
for the last 10 years are shown hereunder: 


Operating Operating 


May. revenues. incomes. Miles. 
NE ic ciWaminw ee &buk ane aeb oaeene earme $5,052,622  $1,546.359 955.12 
EA iti sig sb behisnkteil ood giv uhie ds Siclbe ieee 4,463,151 1,618,061 955.06 
Sa SR ere ne: 3,713,265 1,243,873 958.63 
ME Fix sickscce pat edaweenn cate omens 3,706,838 1,046,880 959.81 
SE it chide ls hhharna we asa esne eee abaw 3,569,323 1,166,203 258.20 
ES aad istiihis os Spike Wiawrae's San ein dog eects 2,406,372 353,995 958.60 
DE is. « Siidig'a tite Pada sea den wh ok west 3,110,664 1,075,911 930.09, 
EL dca cd ietaptek kes ohana n wich ne wig AE dol 3,079,225 1,200,412 930.79 
EN 6 hn. a biel Ashe Reh e wee asa a ere be 2,819,060 1,142,954 893.18 
BEE bik: ¢theicedeatiens nda wide Rakeo 2,955,361 1,162,602 893.18 


-In our reports relating to advanced rate cases which 
have preceded this one more or less has been said about 
operating ratios. I fully appreciate the limitations in- 
herent in the use of operating ratios. However, they have 
been among the more prominent factors which appear 
upon the respective records and in our reports. The table 
below states the operating ratios for all class I carriers 
in the eastern district for the first four months of each 
of the last 10 years, 


TABLE OF OPERATING RATIOS FOR CLASS I STEAM 
RAILWAYS, EASTERN DISTRICT. 


Month. 1917. 1916. 1915. 1914. 1913. 
No) Sekine bse sane 76.37 70.66 80.68 83.91 7644 
BOOBS, cinceccaccseciees 86.15 71.78 79.77 88.97 78.01 
DOOTCEE © oc cc ckccccscsecnp es 77.04 69.98 74.04 78.31 78.87 
BOE dc cccorsnevescecetes 74.79 68.73 70.97 76.47 78.06 

Month. 1912. 1911. 1910. 1909. 1908. 
SONNE, bingo ceccea ca entee 79.16 77.34 72.44 74.71 79.75 
IE 666505600 occmien 77.10 77.97 73.12 75.01 80.82 
CO RS ae See, 71.94 71.47 68.47 68.88 73.99 
Be ew ascisesesesnrcday 77.61 69.23 70.30 68.52 71.85 


An examination of this table shows conclusively that 
so far as operating ratios may be used as a barometer, 
the first four months of 1917 do not necessarily predict 
unfavorable results for the entire year. In fact, it will 
be observed that for the banner year 1913, three out of the 
four operating ratios were more unfavorable than the cor- 
responding ratios for 1917. I would be unwilling to state 
that this necessarily indicates that 1917 will result in larger 
net incomes than 1913, but I am equally unwilling to 
agree that the ratios for 1917 and the relatively unfav- 
orable indications of certain other factors together sup- 
port the conclusion that an emergency now exists 
which requires an immediate increase in the scale of 
class rates. Future events may justify this increase. 
Events up to the present have not done so. 
McCHORD, Commissioner, dissenting: 

Upon the facts before us, I concur in the dissent by 
Commissioner Meyer. The issue presented is in reality 
one largely of governmental policy, rather than a ques- 
tion whether the rates sought to be made effective July 
1 are reasonable for the service of transportation. The 
nation is at war, costs of fuel and other commodities are 
abnormal, the conditions affecting the volume and move- 
ment of traffic are without precedent. The future of these 
conditions, immediate or remote, cannot be predicted with 
even a fair degree of certainty. Thus the situation be- 
fore us is not sufficiently normal or stable in character 


‘to make possible an intelligent inquiry into the reason- 


ableness of rates. That the operating costs of certain 
carriers, particularly in eastern territory, have been stb- 
stantially increased by the increased costs of fuel and 
supplies is apparent. 

Should this Commission upon the showing here made 
approve an increase of rates predicated in a large meas- 
ure upon prophecies for the future, to strengthen the 
credit of the carriers, or should the prices of fuel and sup- 
plies be supervised by governmental authority? It is 
argued with much force that this is a question for the 
Congress to determine and that until it is clear that such 
control will not be exercised and that the carriers’ fears 
as to what may happen in the future have been realized, 
this Commission cannot be justified in placing the burden 
upon the general public in the form of increased rates, 
especially in view of the showing made by the carriers 
as to their earnings. At the present moment it appears 
probable that the Congress will act in the matter. The 
Committee on Interstate and Foreign Commerce of the 
Senate is now holding hearings on the general subject of 
the control of prices. Coal operators have been in con- 
ference with the Federal Trade Commission and other 
government officers on the same subject. It appears that 
a special committee representing coal operators in all 
sections of the country has proposed that prices of coal 
during the war be fixed by a joint governmental com- 
mission. Congress has now before it the report and 
recommendations of the Federal Trade Commission on 
the bituminous coal situation. No report has yet been 
made to the Congress by the commission appointed by 
the President to observe the operation and effects of the 
so-called Adamson law. It may be fairly said that the 
matter of the governmental control of prices of various 
important commodities affecting these carriers is now 
before the Congress. 

With reference to the assertion that prices of certain 
commodities are affected by car supply it should be re- 
membered that by the car-service act, approved May 29, 
1917, the Congress has given this Commission full au- 
thority over the movement, distribution, exchange, in- 
terchange and return of cars, and I do not doubt that 
through a vigorous exercise of that authority, substan- 
tially better transportation conditions and additional reve- 
nue can be secured. : 

It is my judgment, therefore, that this Commission should 
report to the Congress the essential facts disclosed by 
this record. If it should be determined by that body that 
the prices demanded of the carriers for fuel and supplies 
are reasonable under present conditions, or are not such 
as to warrant control by the government, and it should 
hereafter appear that the apprehensions expressed by 
the carriers have been realized, then I am prepared to 
sanction such rate increases as will permit the carriers 
to so equip themselves as to enable them to perform, in 
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the most efficient manner, the transportation required of 
them. Those apprehensions were expressed by the chair- 
man of the carriers’ presidents committee on March 22, 
1917, in the opening paragraph of his statement to the 
Commission in this case, as follows: 


Mr. Chairman and Gentlemen of the Commission: We are 
here on what we regard as a very serious question. We realize 
that the conditions of the railroads today present a menace to 
the country, not alone to the owners of the properties, but as 
directly the international situation. It is absolutely essential 
that the railroads of this country shall be in splendid working 
order, not merely workable physically, but in a position to 
fulfill their full duties to meet what we all believe is coming— 
a crisis in our history; and to do it effectively and properly. 


Operating revenues sufficient to enable the carriers to 
perform their full duties are unquestionably required. In 
the event that the apprehensions expressed by the car- 
riers are realized and increased charges for transportation 
become necessary, I would not limit those increases to 
certain classes of traffic, nor, in the absence of very clear 
proof of differences in conditions, to particular sections 
of the country. Rate increases, made necessary by war 
conditions, should be borne by all sections of the coun- 
try and all classes of traffic, in so far as-influences of 
those conditions are national in scope. 

It is admitted by the carriers that they do not seek the 
increase in freight rates for the purpose of purchasing 
additional equipment, motive power or extension of ter- 
minals, but for the sole purpose of paying increased cost 
of wages, material, fuel and supplies. 


ORDER. 


It appearing, That on May 7, 1917, the Commission 

entered upon an investigation concerning the propriety 
of certain increased rates, charges, regulations and prac- 
tices for the transportation of freight stated in schedules 
filed to become effective July 1, 1917, and at subsequent 
dates, by carriers in eastern, southern and western dis- 
tricts and by duly authorized agents for and on behalf of 
said carriers, said schedules being designated as “special 
supplements to tariffs,” and which special supplements 
provide, in the form permitted by Interstate Commerce 
Commission Special Permission No. 41750 of April 23, 1917, 
that the rates in tariffs and supplements therein listed 
are increased to the rates shown in column B of rate table 
contained in said special supplements; also schedules not 
so designated, but which state new individual and joint 
freight rates and charges increasing said rates and charges 
15 per cent by specifically showing the proposed increased 
rates without reference to said special supplements; 
.It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the operation of the said schedules 
be, and they are hereby, suspended until Oct. 28, 1917, in 
the following particulars: 

First—All schedules naming increased rates within the 
western district as designated in this proceeding; 

Second—All schedules, excepting only those applying to 
bituminous coal, coke, and iron ore, naming increased rates 
within the southern district as designated in this proceed- 
ing; 

Third—All schedules, excepting only those applying to 
bituimnous coal, coke and iron ore, naming increased rates 
= the eastern district as designated in this proceed- 

Fourth—All schedules naming increased rates applying 
interterritorially between the said districts, excepting only 
those applying to bituminous coal, coke and iron ore be- 
tween the said eastern and southern districts. 

It is further ordered, That the use of the rates, charges, 
regulations and practices stated in such suspended sched- 
ules be deferred upon interstate traffic until the said Oct. 
28, 1917, unless otherwise ordered by the Commission. 

And it is further ordered, That a copy of this order be 
filed with said schedules in the office of the Commission, 
and that copies hereof be served upon all carriers named 
in said schedules and their respective publication agents. 

By the Commission. 


THE ADVANCED RATE CASE 


The Traffic World Washington Bureau. 

Although railroad men, in discussing the report and 
order of the Commission in the Fifteen Per Cent case, 
express dissatisfaction, there is a feeling at the Commis- 
sion and elsewhere that, way down in their hearts, the 
railroad men are not greatly disappointed at the outcome 
of the case. Traffic men, who were not particularly con- 
sulted as to the method of going after the desired ad- 
vances, had hard work conceling their feelings over the 
fact that the percentage way of increasing rates had re- 
ceived such a hard punch. But because the railroad presi- 
dents and the lawyers representing railroad corporations 
managed the preparation and presentation of the case, the 
practical traffic men had to be careful and not laugh out 
loud. 

The. traffic men and others interested in that particular 
phase believed, as soon as they had a chance to scan the 
report, that it meant the death of that method of proposing 
advances in rates. They noted particularly the language 
of the Commission where it said: “Inasmuch as a general 
percentage increase is so undesirable because of its serious 
effect upon commercial conditions and established relation- 
ships, it would seem to be appropriate for the carriers to 
cancel the tariffs which we suspend herein, and permis- 
sion is hereby accorded them so to do.” 

The Commission did not make a feature of the considera- 
tion it gave to that proposition, but, inasmuch as it sus- 
pended every tariff proposing percentage increases, the 
inference is that its members came to the conclusion that 
the destruction of relationships, such as is inherent in 
percentage increases, is something for which it, as a regu- 
lating body, could not stand. 

The southern and western carriers proposed percentage 
increases on coal and coke and iron ore. The Commission 
ordered the suspension of every such tariff, but told them 
that they might have a straight increase of 15 cents a ton 
as soon as they could prepare their tariffs and put them in 
on five days’ notice. The action respecting the tariffs of 
the southern carriers is regarded as significant by those 
who think the percentage method of proposing advances 
is a lazy man’s way of dealing with a serious matter. 


The Commission’s permission to make an advance in the 
class scale in Official Classification territory came as a gen- 
eral surprise. The thought prior to the promulgation of 
the report was that the eastern carriers would obtain a sub- 
stantial advance in rates, but that the Commission would 
indicate the commodities on which higher charges might 
be made. So far as can now be recalled, no one had an 
idea that the Commission would allow an advance in the 
class scale. The general idea was that whatever relief 
was granted to the eastern carriers, other than that com- 
prised in the advances on coal, coke and iron ore, would 
run not more than 10 per cent. 


The usual number of disputes as to the true meaning of 
the decision is expected. In fact, the first of the crop has 
already come in. It is as to the meaning of the words, 
“We conclude that the eastern carriers should be per- 
mitted to increase their class rates between New York 
and Chicago to the following scale, and to correspondingly 
increase their other class rates applying intra-territorially 
between points in Official Classification territory, observ- 
ing the established relationships between ports and lo- 
calities.” 

That dispute is not yet serious, but there are some who 
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think the only increases allowed will be in class rates 
based on the New York-Chicago scale, or made in direct 
relation thereto. In other words, unless there is a known 
relationship between the New York-Washington rate and 
the New York-Chicago rate, the former may not be in- 
creased. The preponderance of opinion, however, is that 
all class rates between points in Official Classification ter- 
ritory are to be increased. 

A query has been raised as to what effect the decision is 
to have on through rates made on the basis of a given 
class. For instance, many through rates to the south and 
west are combinations of the class rate to the gateway 
and the rate beyond. Another query is as to whether the 
railroads will not undertake, now that they have had an 
increase in class rates, to bring up all commodity rates, 
published as such for convenience of those using them, 
which, in fact, are class rates simply put into a special 
publication for ease in use. Iron and steel rates are 
generally fifth or sixth class, although published as com- 
modity rates. 

Of course, so long as there is a commodity rate, it has 
precedence over the classification rating, whether it be 
higher or lower than the class rate. That being the fact, 
there is no legal question as to what rate applies on iron 
and steel articles, the commodity rates on which are the 
same as fifth or sixth class. The question is merely as to 
what the railroads will try to do, if anything, and what 
the Commission will do when the railroads try to bring 
commodity rates, now identical with class rates, up to the 
class rate figures that will be produced when the railroads 
apply the rule laid down for them in the Commission’s 
decision, that their class rates may be raised substan- 
tially fifteen per cent—that is, to a basis of 90 cents first 
class between New York and Chicago. 

It is a moral certainty that the increase in the revenues, 
caused by the decision, will run to at least $100,000,000. 
If the tonnage this year equals that of last year, the 
chances are the figure will run to $110,000,000. In round 
figures, the operating revenue for the eastern roads dur- 
ing the calendar year 1916 was $1,200,000,000; southern, 
$400,000,000; and western, $1,050,000,000. In percentage 
the increase in the East will be seven, or $84,000,000; 
western, about one per cent or less, $10,590,000; and south- 
ern, two per cent, or about $8,000,000; in all, $102,500,000, 
as a conservative estimate. 

There was no reason at any time in advance of the 
promulgation of the report in the case for making any 
change in the general belief that there ‘would be a sus- 
pension, with advice as to what might be done to obtain a 
larger revenue by the carriers needing it, especially on 
their short haul business, the comparative unprofitableness 
of which would be increased by any percentage advance 
that might be allowed. 

The suggestion that the Commission might allow all the 
tariffs to go into effect conditioned upon the restoration 
of relationships within a specified period, or conditioned 
upon the reduction of rates so as not to exceed a specified 
maximum did not commend itself as a reasonable thing 
to be expected. The more consideration that idea received 
the-less tenable did it seem, simply for the reason that no 
one had contended that the carriers were in extremis, 
requiring an immediate transfusion of revenue to prevent 
their death. The most radical claim made at the time the 
hearing and argument came to an end on June 12 was that 
if the present tendency of upward prices for supplies and 
higher figures for wages continued, the time would come 


when the railroads would be facing such an emergency as 
they had before them, on paper at least, when the returns 


for February were tabulated. 

It was pointed out that for the Commission to allow the 
fifteen per cent tariffs to become effective for even a limited 
period, notwithstanding admissions that the relationships 
that would be established thereby could not be justified, 
would be doing a grave injustice to the public and sub- 
versive of the fundamental theory that rates at all times 
shall be just, reasonable, non-discriminatory and non-prefer- 
ential. 

The thought, therefore, went almost unchallenged, even 
among the railroad men, that the tariffs would be sus- 
pended and the railroads allowed to revise the existing 
tariffs so as to meet the views of the commissioners as to 
what, in the. circumstances, would be reasonable and just. 
It was frankly admitted by those who had opposed the 
increase that under such an arrangement the carriers 
would not obtain the revenue to which they had been 
found entitled until they had gone through the intricate 
routine of revising, filing and posting tariffs. 

The radical opponents of. any increase felt that not even 
such a report as was generally expected should be made 
by the Commission. They subscribed to the Thorne theory 
that the railroads are able under present rates to get 
money for improvements at just as reasonable rates as 
any other private corporations. They heartily subscribed 
to the Thorne contention that there is every reason in the 
world for believing that, even if there should be no gen- 
eral increase in rates during 1917, the net earnings will 
be as large as 1915 and probably as large as those of 1916, 
the most prosperous year the carriers have ever had. 

Not one man in a thousand had any thought that there 
would be a flat rejection of the tariffs such as took place 
in 1911 when the Commission disposed of the general ad- 
vance proposed by the carriers in 1910. That was a fact, 
notwithstanding a great similarity between the arc de- 
scribed by the earnings in the early months of this year 
and the are described by the earnings immediately after 
the 1910 case was initiated. In both instances earnings 
began mounting almost the second the ink was dry on the 
applications of the carriers for permission to increase rates. 

But there was this great difference between the 1910 and 
the 1917 case: A considerable number of increases have 
been allowed, especially the eastern carriers, since the be- 
ginning of the 1917 case. They obtained advances on ex- 
lake iron ore and on tidewater coal. They knew, before the 
decision in the big case came out, that the carriers in 
Official Classification territory would also receive an ad- 
vance of fifteen cents on coal and coke. The carriers of 
coal from West Virginia to lake ports for transhipment 
and to destinations in Central Freight Association terri- 
tory knew that they would get advances running from six 
to fifteen cents so as to widen the spread between Ohio 
and West Virginia. 

No such good things happened for the carriers pending 
the disposition of the 1910 case. The opponents of the 
fifteen per cent advances, generally speaking, thought the 
railroads should be satisfied with such advances instead of 
continuing a hankering for still others. 

While the promulgation of the report did not take place 
until after the closing of the stock market, it can be said 
it was not delayed in order to accomplish that result, al- 
though it probably would have been delayed had it been 
necessary. 

Refusal to promulgate reports while the stock market is 
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open is not evidence of tenderness for stock market gam- 
blers. The commissioners know there are other gamblers 
than those in the stock market. The Commission learned, 
to its sorrow, that that is a fact. It gave out its report in 
the original Spokane case during stock exchange hours and 
produced a panic. The prices of northern transcontinental 
stocks fell fifteen and twenty points and continued on a 
low level for months thereafter. 

There was no reason for the panic, but the gamblers 
are the very ones that take advantage of such a situation 
to make a profit therefrom at the expense, in some in- 
stances, of other gamblers, but generally at the expense of 
genuine investors who may have pledged their stocks for 
money wherewith to carry on genuine enterprises of the 
most desirable character. Such a fall as there was in the 
market on the day the Spokane decision came out caused 
banks to call for more collateral because the gamblers 
drove the quotations for intrinsically valuable stocks, de- 
posited as collateral on loans, down to such a point that 
banks had to call for more collateral. In many instances 
the borrowers were not able at once to collect more se- 
curity, and the banks, to protect themselves, had to sell the 
stocks deposited as security for loans to the great hurt 
and damage of legitimate enterprise. 

The professional stock market operators, judging from 
the stories in the newspapers, discounted the report in the 
Fifteen Per Cent case on June 27, by which time it was 
generally believed there would be a suspension of tariffs. 
The bears forced down prices on the assumption that the 
failure of the roads to receive all they asked in the way of 
increases would deleteriously affect the earnings of the 
carriers. 

By withholding opinions in cases of widespread interest 
until after the closing of the stock market, the Commis- 
sion and the Supreme Court reduce the opportunities of 
market scalpers to profit at the expense of legitimate enter- 
prise. Opinions given out after the close of the exchange 
can be analyzed before trading is resumed and all parties 
in interest can make their arrangements based upon an 
understanding of what has been done. 


REA ON RATE DECISION 


Samuel Rea, president of the Pennsylvania Railroad Sys- 
tem, has issued the following statement regarding the 
decision of the Interstate Commerce Commission in the 
fifteen per cent rate case: 


“I am amazed at the reasoning, and discouraged by the 
conclusions, in the rate decision. The eastern railroads 
are the great terminals for the whole country and abso- 
lutely require the 15 per cent increase immediately. The 
Pennsylvania System is indicative of conditions on the 
railroads in eastern territory, and its operations verify the 
estimates made for the Commission. 

“The five months ending with May show an increase 
of about 9 per cent in gross earnings, but a decrease of 
about 27 per cent in net operating income, or nearly 
$10,500,000 compared with 1916. Costs of labor and mate- 
rials are still rising, especially fuel coal, which will be 
increased by several millions over what was estimated in 
the rate case. 

“Notwithstanding all the railroads are doing in co-op- 
erating with the government (and no other interests are 
doing more), the country will realize that there will prob- 
ably be more congestion next fall and winter than it has 
heretofore experienced. We are bending every effort to 





meet that situation, but instead of putting the railroads 
in a position where they can give substantial assistance 
by additional facilities and equipment, their credit will 
be seriously limited by this decision, and the country at 
large must of necessity suffer. 

“The Commission estimates a return of only 4.89 per 
cent for the year ending June 30, 1917, on the road and 
equipment provided for public use by the eastern rail- 
roads, and yet declines to grant a reasonable increase in 
rates. What credit or progress can be based on any such 
inadequate return? 

“The experience of the weak condition of the railroads 
for five years prior to 1916, with practically no new mile- 
age constructed, and insufficient terminal facilities, is 
utterly ignored. 

“I dislike to criticize any governmental decision, but the 
people should know why it is impossible to provide ade- 
quate facilities and service, which are imperatively re- 
quired for this growing country, and should understand 
how unjustly the eastern railroads are being treated.” 


THE PRIORITY, BILL 


The Traffic World Washington Bureau, 

The priority bill (S. 2356), like the bill increasing the 
personnel of the Commission, is now in conference with a 
view to settling the differences ketween the two houses of 
There was a hope that they might be composed 


Congress. 
this week. 

The House passed its own priority bill, using, however, 
the Senate number. The differences have heretofore been 
explained. For the refreshing of the recollection, it may 
be stated that the House bill strikes out the permission 
to pool earnings, under the supervision of the president, 
and eliminates the requirement that the railroads shall 
forthwith appoint an agency to receive the priority orders 
of the president. Those eliminations were made by the 
House committee on interstate and foreign commerce when 
it reported what purported to be the Senate bill. What it 
reported was the House bill, with the number of the Senate 
measure attached thereto. 

The House itself amended the bill by inserting in it a 
proviso that nothing in the bill should be construed as 
amending or repealing the sixth and twentieth sections of 
the Clayton law. Those sections are the ones exempting 
organized labor from the provisions of the anti-trust 
statutes, first by declaring that labor is not property and 
second, forbidding the issuance of injunctions in labor 
disputes. 

Lackadaisical efforts were made to amend the last sen- 
tence of the bill so as to make it certain that the absolution 
therein granted is to apply only to necessary acts done in 
carrying out priority orders. The lack of interest in efforts 
of that kind arose from the fact that everybody recognized 
that the real fight will be made on the report of the con- 
ferees, and that any kind of action by the House would be 
subject to change, on the recommendation of the conferees 
or despite them. 


GLASS BOTTLES AND STOPPERS 


The Commission has dismissed No. 8678, J. T. & A. 
Hamilton vs. Pa. R. R. et al., opinion No. 4566, 45 I. C. C., 
191-2, holding that charges on empty glass bottles and 
glass bottle stoppers from Butler, Pa., to Los Angeles, Cal., 
had not been shown to be or to have been unreasonable 
or otherwise unlawful. 
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CHARGES ON GRANITE 


An award of reparation has been made in No. 9105, 
Woodbury Granite Co. vs. St. Johnsbury & Lake Cham- 
plain et al., opinion No. 4578, 45 I. C. C., 214-15, on account 
of illegal charges on building granite from Hardwick, Vt., 
to Warren, O. The Commission found that the legal rate 
would have been 15c per 100 pounds instead of 21c on 
one shipment and 22.4c on the others. 


REPARATION ON PACKING CASES 


An order of reparation has been made in No. 9099, 
.Kieckhefer Box Co. vs. C., M. St. P. et al., opinion No. 
4573, 45 I. C. C.,.205-6, on aecount of unreasonable charges 
on woodpulp-board packing cases, K. D., flat, from Mil- 
waukee, Wis., to Oregon, Ill. The charges were 13.3c 
on two shipments and 14c on the remainder. The higher 
rate was the result of the 5 per cent increase. The com- 
plainants contended that the charges should have been 
made at a rate of 7.4c, and the Commission so held. The 
Commission found that that joint commodity rate of 7.4c 
was established on July 26, 1915, and was in effect at the 
time the movement took place. Reparation must be down 
to that basis. 


CHARGES ON SORGHUM CANE 


In No. 9702, best-Clymer Mfg. Co. vs. Arkansas Central 
et al., opinion, No. 4851, 45 I. C. C., 220-1, the Commission 
has held charges on sorghum cane in carloads from Sal- 
lisaw, Okla., to South Fort Smith, Ark., to be unreason- 
able and has awarded reparation. The charges were class 
B 10c on a minimum of 36,000 pounds. Soon after the 
18 carloads moved, a rate of 2c with a minimum of 40,000 
was established over the route traversed by the shipments 
in question. The Commission held that that subsequently 
established rate would have been the reasonable one to 
have applied. 


RATE ON STEEL RAILS 


The Commission has dismissed No. 8886, Walter A. Zel- 
nicked Supply Co. vs. Southern Ry. et al., opinion No. 
4584, 45 I. C. C., 225-6, holding that a combination rate 
of $3.35 per long ton on new steel rails from East St. 
Louis to Manitowoc had not been shown to be unreason- 
able. Cmplainants desired a rate of $1.95. 


MILLING IN TRANSIT 


The Commission has dismissed No. 8946, A. W. Burritt 
Co. vs. Can. Pac. et al., opinion No. 4568, 45 I. C. C. 195-6, 
holding that the rule governing milling in transit Long 
Pond, Me., of lumber shipped from points in New Bruns- 
wick to Hoosick Falls, N. Y., had not been shown to be 
unreasonable or to have resulted in unreasonable charges. 


REPARATION ON GASOLINE 


An order of reparation has been made in No. 9142, Union 
Petroleum Co. vs. Trinity & Brazos Valley et al., opinion 
No. 4577, 45 I. C. C. 2138-14, on account of an unreasonable 
rate on gasoline in carloads from Texarkana, Tex., to 
Gillett, Wis. Charges were collected at a joint fifth class 
tate of 94c. At the time there was a possible combination 
composed of 35¢ to Chicago and 121%4c beyond. After the 
shipment moved the combination rate was made applic- 
able. The Commission held the joint class rate of 94c 
to be unreasonable to the extent that it exceeded the ex- 
isting combination of 47.5c. 


-RECONSIGNMENT OF COAL 


The Commission has dismissed No. 9118, Sunderland 
Bros. vs. C. B. & Q., opinion No. 4575, 45 I. C. C. 209-10, 
on authority of Reeves Coal Co. vs. C. M. & St. P., 37 I. 
C. C. 707. The complaint was that the defendant had not 
observed the reconsigning order on a carload of coal from 
Christopher, Ill., to Purdin, Mo. The coal was recon- 
signed to Linneus, Mo., after arrival at Purdin, thereby 
causing a back haul. The complainant did not deny that 
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the shipment originally moved through Laclede, where re- 
consignment was given, and that the movement from Pur- 
din to Linneus was a back haul. The Commission said 
that whether the movement be considered one which was 
authorized by the complainant upon erroneous information, 
or as one unauthorized by the reconsigning order, delivery 
was accepted at Linneus and there could be no departure 
from the published rate for that service. 


CAST IRON SERVICE BOXES 


The Commission has dismissed No. 9144, Columbian Iron 
Works vs. Southern Ry. et al., opinion No. 4557, 45 I. C. C. 
173-4, holding that the charges on cast iron service boxes 
from Chattanooga to Jacksonville, Fla., had not been shown 
to be unreasonable or otherwise violative of the act. 


CHARGES ON POWDER 


In No. 8988, Austin Powder Co. vs. Wheeling & Lake 
Erie et al., opinion No. 4570, 45 I. C. C. 199-200, the Com- 
mission has awarded reparation on account of illegal 





charges on two carloads of black powder from Falls: 


Junction, O., to Mascoutah, IIll., and on one carload found 
to have been misrouted by the Wheeling & Lake Erie. 


STEEL DOORS AND PARTS 


Dismissal has been made of No. 8889, Kinnear Manufac- 
turing Co. vs. P. C. C. & St. L. Ry. Co., and No. 8908, 
Same vs. C. C. C. & St. L., opinion No. 4512, 45 I. C. C. 
74-6. It was held that the rate on an L, C. L. shipment 
of steel rolling doors and parts from Columbus, O., to Port 
Arthur, Tex., and on a similar shipment from Columbus to 
Texas City, Tex., had not been shown to be unreasonable or 
unduly prejudicial. 


RATE ON BUILDING BRICK 


Complaint No. 8923, Sunderland Brothers Co. vs. Mo. 
Pac. et al., opinion No. 4567, 45 I. C. C. 193-4, has been dis- 
missed, the Commission holding that the rate on building 
brick from Buffville, Kan., to Chappell, Neb., had not been 
shown to be unreasonable or otherwise unlawful. 


RATE ON BANANAS 


The Commission has dismissed No. 8816, John C. Burns 
et al. vs. Ill. Cent. et al., opinion No. 4580, 45 I. C. C., 217- 
19, deciding that the rate on bananas from New Orleans 
to La Crosse had not been shown to be unreasonable, un- 
justly discriminatory, or unduly prejudicial. 


REPARATION ON PETROLEUM 


An order of dismissal has been entered in No. 9209, 
Waverly Oil Works Co. vs. Pa. R. R., opinion No. 4579, 
45 I. C. C., 216-17. The case was a claim for reparation 
on petroleum from Pittsburgh to Homestead destined to 
New York for export. Owing to an embargo, the ship- 
ments, which originated at Pittsburgh, could not move 
over the Pennsylvania rails direct to New York for export. 
They were therefore consigned to the agent of the Pitts- 
burgh & Lake Erie at Homestead. The bills of lading 
were sent to the railroad agent at Homestead with in- 
structions to rebill to New York for export. The ten 
carloads were charged combination rates. After the ship- 
ments moved the complainant sought to have new bills 
of lading consigning shipments to itself at Homestead 
apparently for the purpose of having the benefit of a low 
intrastate from Pittsburgh to Homestead. The Commis- 
sion held that as the complainant had not attacked the 
through rate from Pittsburgh to New York, there was no 
showing of unreasonableness. 


ORCHARD HEATERS 


An order of reparation has been made in No. 9084, 
Wheeling Corrugating Co. vs. Pa. Co. et al., opinion No. 
4553, 45 I. C. C., 165-6, on account of an unreasonable rate 
on carloads of orchard heaters from Martin’s Ferry, O., 
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to Medford, Ore. A combination fifth class rate of $2.34 
was imposed. The Commission found the rate to be un- 
reasonable because in excess of $1.69 applicable on similar 
stamped ware. 


PASSENGER SERVICE REDUCED 


A general change in timetables is announced on the 
Pennsylvania Railroad, effective July 1, in connection with 
which a reduction in passenger train service will be made. 
Counting the changes on all divisions east of Pittsburgh, 
a total of 102 trains will be eliminated. This will cut 
down the passenger movement by an amount equivalent 
to 2,268,000 train-miles a year, or more than 6,500 train- 
miles every week-day.. This result will be accomplished, 
in part, by consolidating trains, thus making one train 
serve the purpose of two. In addition, a number of par- 
lor cars, restaurant cars, sleepers, club and observation 
cars will be discontinued. The purpose of the restriction 
of passenger trains will be to release trackage and loco- 
motives so as to provide increased facilities for the move- 
ment of troops, government supplies, foodstuffs and other 
necessary trafiic. 

The suburban service to and from larger cities will be 
preserved practically undisturbed for the present, although 
later some changes may be made in these trains, it is 
stated. It is also announced that the summer schedules 
to and from seashore, mountain, and other resort points 
have been arranged practically on the same basis as in 
other recent years. It has been possible to do this, it is 
explained, owing to the fact that these lines handle little 
freight and are not likely, in the near future, to be needed 
for extensive troop movements. 


COMMISSION ORDERS 
The Commission has reopened for further hearing Case 


7897, La Crosse Shippers’ Assn. vs. Ann Arbor et al., with 
relation to the rates from La Crosse, Wis., to Central 
Freight Association, Trunk Line and New England terri- 
tories. 

Order of the Commission of April 28, 1917, made effective 
Aug. 1, 1917, in Case 4611, Richmond Chamber, has been 
so modified as to become effective Nov. 1, 1917. 


NEW JOB FOR SISLER 


Lester Sisler, chief clerk and purchasing agent of the 
Interstate Commerce Commission, has been made assistant 


secretary of the Shipping Board. No secretary has yet 
been appointed. Mr. Sisler was asked to apply for the 
secretaryship. After consultation with several commis- 
sioners, he did as requested. They wrote to the Shipping 
Board in commendation of Mr. Sisler’s work as chief clerk 
and said that, while they were not anxious to have him 
leave their service, they could not do otherwise than say 
that, in their estimation, he would make an admirable 
secretary for the Board. Appointment to the assistant 
secretaryship, it is assumed, will be a formal step toward 
filling the secretaryship by the promotion of the assistant 
secretary after a due interval. Up to this time Commis- 
sioner Brent has been acting as secretary. 


SUSPENDED TARIFFS 


in I. and S. 1105, lake and rail commodity rates, 


June 30, 
C. No. 15 was sus- 


Sup. 7 to Great Lakes Transit Corp. I. C. 
pended from July 1 until October 29. 


June 30, in I. and S. 1101, C. re & Class Rate Scale No. 3, 
Goodrich Transit Co. Sup. 5 to I. C. No. H336 and I. C. C. 
No. H347 were suspended from Fay” 1 until October 13. 
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INTERSTATE COMMERCE COMMISSION 
WASHINGTON, D. C. 


HENRY C. HALL of Colorado, Chairman. 
EDGAR E, CLARK of lowa. 

JAMES S. HARLAN of Illinois. 
CHARLES C. McCHORD of Kentucky. 
BALTHASAR H. MEYER of Wisconsin. 
WINTHROP M. DANIELS of New Jersey. 
GEORGE B. McGINTY, Secretary. 
ALFRED HOLMEAD, Assistant Secretary. 


DOCKET OF THE COMMISSION 


Note.—iItems in the Docket marked with an asterisk (*) are 
few, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


July 3—Washington, D. C.—Examiner Spethman: 
=" pig —- Sacks Mfg. Co. vs. Pere Marquette R. R. 
0. et a 
July 3—Louisville, Ky.—Examiner McGeehee: 
—— + me Point Lumber Co. vs. Michigan Central R. R. 
‘Oo. eta 
9657—W. C. Dunnington & Co., agent for Andrea Scalvini, vs. 
N. C. & St. L. Ry. Co. et al. 
9612—Rapier Sugar Feed Co. vs. Illinois Central R. R. Co. 
July 5—Huntington, W. Va.—Examiner Spethman: 
9622—West Virginia Rail Co. vs. Pennsylvania R. R. Co. et al. 
9635—West Virginia Rail Co. vs. C. & O. hat Co. et al. 


~_ 5—Denver, Colo.—Examiner J. E. Smith 
74—Commercial Club of Greely et al. vs. ‘Colorado & South- 
ern Ry. Co. et al. 
July 5—New York, N. Y.—Examiner Hillyer: 
9591—Wilson Remover Co. vs. C. M. & St. P. Ry. Co. 


July 5—Baltimore, Md.—Examiner Hagerty: 
6838—Baltimore Roofing and Asbestos Mfg. Co. vs. Western 
Maryland Ry. Co. et al. 
July 6—Louisville—Examiner McGeehee: 
9667—Ohio Valley Coal Operators’ Assn. vs. L. & N. et al. 


July 6—Akron, O.—Examiner Graham: 
oe - oodyear Tire and Rubber Co. vs. A. C. & Y. Ry. Co. 
9579, Sub. No. 1—Kelly Springfield Tire Co. ‘ 4 ¥. 
ye y Spring vs. A.C. & 
July 6—Washington, D. C.—Examiner Gerry: 
= — E. Thropp vs. Bessemer & Lake Erie R..R. Co. 
a 
July 6—New York, N. Y.—Examiner Hillyer: 
9621—International Paper Co. vs. Boston & Maine R. R., et al. 
9639—Barber & Co., Inc., vs. C. C. C. & St. L. ‘Ry. Co. et al. 
July 6—Salt Lake City, Utah—Examiner ba Edgar Smith: 
as tere inten Growers’ Assn. vs. Bull Frog Goldfield 
‘oO. et a 
a Wool Growers’ Assn. vs. Union Pacific R. R. 
oO. e 
oy 62 & Sub. fgg i= meagre er: 
5. u o. 1—New York New Jersey Prod ’ 
a Se y oduce Co., Inc. 
9674_—Trexier ‘Lumber Co. vs. New Orleans & Northeastern 
;_ & Co. et al. 
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a na 
Explanatory.—As far as possible the various tariffs are classified under commodity headings embracing articles more or less 


related or analogous to each other. 


Tariffs, classifications, etc., filed by associations, committees, fast freight lines and other organizations, or by any designated 


carrier or in 
by individual carriers will be omitted. 


The main purpose of The Bulletin being to give the earliest p 
ers should secure the new tariffs from the issuing carriers and post themselves on the details 
Some carriers place on tariffs their own Nos. as well as ICC (Interstate Commerce Commission) Nos. 
It is to be inferred, therefore, that where no RR No. is given the ICC and RR Nos. are the same. 
Dates are to be understood as effective dates and of the current calendar year unless otherwise specified. 
In new tariff issues canceling old issues, the first five highest ICC numbers will be given as canceled. 


only. 


dividual acting as agent for other carriers, will be bulletined as filed by them. 
ossible advance information of impending rate changes, subscrib- 


Subsequent filings of the same issues 


thereof. 
Others use ICC Nos. 


If more than five 


evious issues are canceled, the notation will be ‘‘Cancels Nos. (five numbers) and others.” 
“ For the information of those not familiar with the typographical features of these lists, it is stated that new tariffs are 


printed in blackfaced type; supplements in light face. 
Suggestions are invited from users of The Bulletin 


modities under the various headings. 


as to possible improvements or changes in the classification of com- 


Inquiries concerning tariffs listed as to addresses of parties filing, etc., will be answered free of charge upon application to 
the Washington office of The Traffic World and Traffic Bulletin. 


REJECTED TARIFFS. 


Occasionally tariffs bulletined In our 
columns as regular are subsequently re- 
called by the Interstate Commerce Com- 
mission and rejected for cause. Accord- 
ingly, subscribers should examine this 
list closely for tariffs previously bul- 
letined as regular. 


Freight. 


Detroit & Cleve Nav Co Sup 18 to ICC 30 
class cane rates from Detroit Mich to 
Buff & Susq stas July 20 (rejected). 

GH &S A Sup 4 to ICC 1068 RR 66F 
canc charges for feed bedding unloading 
& other services described in circular 
at G H & S A stas on live stock C L 
& L C L for rules see ICC 1035 July 23 
(I & S 924 (rejected). 

Potato Creek RR Sup 4 to ICC 13 RR 60 
car demurrage rules at Potato Creek 
stas July 20 (rejected). _ 

St L & H Sup 1 to ICC 39 RR GFO A1253 
comm between canc rates between St 
L & H stas July 16 (rejected). 


SPECIAL PERMISSION REQUESTS. 


These are requests made by carriers 
for special permission of the Interstate 
Commerce Commission to publish tariffs 
making them effective on less than the 
full statutory notice of 30 days. |. C. C. 
record numbers follow the name of each 
applicant carrier. 


Acted On June 28. 


B & O (42874) refrigeration pickup au- 
thority to file ICC SW 7199 5 days 
(granted). 

Countiss (42872) rice & milk (cooked) au- 
thority to file sup to ICC 1036 1 day 
(granted). P 

ccc & St L (42869) re-establish rates 
authority to file Sup 2 to ICC 6855 1 day 
(granted). 

L V (42868) pyrites authority to file Sup 
13 to ICC C3425 1 day (granted). 

N Y NH & H (42877) re-establish re- 
duced rates etc authority to file Sup 8 
to ICC F1579 & F1580 1 day (granted). 

NYNH &H (42876) withdraw cancella- 
tion authority to file sups to ICC F1817 
§ days (granted). 

Pa Co (42863) correct error authority to 
file sup to ICC F600 1 day (granted). 
PCC & St L (42864) correct error au- 
thority to file sup to various ICC Nos 1 

day (granted). 

PCC & St L (42870) river coal authority 
to file ICC P8871 1 day (granted). 

St L-S F (42862) postponement authority 
to file sup to ICC 6978 1 day (granted). 

Sou Ry (42865) new station authority to 
file Sup 1 to ICC 3704 1 day (granted). 

West Md (42870) participating carrier au- 
thority to file Sup 1 to ICC 5772 1 day 
(granted). 


EXPORT AND IMPORT. 


Can Atlantic Trans Co Sup 2 to ICC 159 
RR 76 import comm via New York N Y 
to west pts Aug 1. 

Can Atlantic Trans Co Sup 2 to ICC 160 
import comm from Montreal Harbor & 
Quebec Que to Chicago Ill & Milwaukee 
Wis Aug 1. 


CEMENT, LIME AND PLASTER. 


El Paso & S W ICC 984 RR 528-3 sul- 
Phuric acid from Douglas Ariz to Clif- 
ton Ariz $4 per net ton (reduc) June 23 
(S P 42702). 

Leland Sup 14 to ICC 1164 & Morris ICC 
627 Com Trf 58K sulphuric acid in tank 
cars from Argenta Ark to Shreveport & 
Bossier City La & rate pts 8%c Aug 1. 


CIRCUS MOVEMENTS. 


A T & S F ICC 7639 RR 7679M30 Reed’s 
Greater Shows 14 cars from Blackwell 
Okla to Caney Kan June 24 $360 June 
23 expires July 4. 

CB & @ ICC 11897 RR GFO 12428A Ring- 
ling Bros Shows 82 cars from Mendota 
Ill to Monmouth III July 18 Hannibal Mo 
July 19 & St Joseph Mo July 23 $1,700 
effect as above. 

CB & @ ICC 11895 RR GFO 12421A S W 
Brundage Shows 24 cars from Mon- 
mouth Ill to Galesburg Ill June 24 & 
Canton Ill July 1 $550 effect as above. 

CB & @ ICC 11896 RR GFO 12422A Thos 
A Allen Shows 18 cars from Red Oak la 
to Shenandoah la Jute 24 $275 effect as 
above. 

CB & Q ICC 11898 RR GFO 12429A Bar- 
num & Bailey Shows 84 cars from Grand 
Island Neb to Hastings Neb Aug 1 Lin- 
coln Neb Aug 2 Clarina la Aug 3 Ot- 
tumwa la Aug 14 & Mason la Aug 6 
$2,800 effect as above. 

CCc & St L ICC 6901 canc 6900 RR 
82B De Vaux Greater Shows 12 cars 
from Eldorado II! to WHarrisburg Ill 
June 18 & Greenville Ill June 24 $877 
effect June 22 expires Dec 31. 

CCC & St L ICC 6903 RR 82C De Vaux 
Greater Shows 13 cars from Eldorado Ill 
to Harrisburg Ill June 18 & Greenville 
O June 24 $877 June 24 expires Dec 31. 

ccc & St L ICC 6902 RR 3 Ringling 
Bros Shows 85 cars from Lafayette Ind 
to Gardner Ill July 14 $580 June 23 ex- 
pires Dec 31. 

CM & St P ICC B3493 RR GFD 13363A 
Barnum & Bailey Shows 41 flat 24 stock 
19 passenger & 4 advance cars from 
Sioux City la to Sheldon la July 2 & 
Sioux Falls S D July 3 $1,200 effect as 
above. 

CM & St P ICC B3486 RR GFD 13356A 
The World United Shows 4 flat 2 stock 
3 passenger & 1 advance car from LOm- 
bard Mont to Manhattan Mont July 15 
White Sulphur Springs Mont July 16 
Judith Gap Mont July 17 Grass Range 
July 18 Denton July 19 Geraldine Mont 
July 20 Moore July 21 Ryegate Mont 
July 23 Melstone July 24 Forsythe Mont 
July 25 Ismay Mont July 26 Marmarth 
N D July 27 Bowman N D July 28 Lem- 
mon S D July 30 McLaughlin S$ D July 
31 Bowdle S D Aug 1 & Ashton Aug 2 
$150 for each individual movement July 
15 expires with movement. 

C & N W ICC 610 Edward L Heinz 6 box 
cars & 1 coach from Woodstock to Dun- 
dee Ill June 17 & West Chicago III June 
24 $400 June 17. 

C & N W ICC 608 RR Cir Cont 31 Heth’s 
United Shows 10 flat cars & 4 coaches 
from Beloit Wis to Two Rivers Wis 
June 17 & De Pere III June 24 $665 effect 
June 17. 

C &N W ICC 605 RR Cir Cont 28 Ed A 
Evans Shows 9 flat 2 box & 2 passenger 
cars from Belvidere Ill to Watertown 
Wis June 17 $225 effect June 17. 

Colo & Sou ICC 1138 RR GFO 1727 AK 
Sells-Floto Shows 43 cars from Denver 
Colo to Boulder Colo July 10 Colorado 
Springs July 11 Pueblo July 12 Trinidad 
July 13 & Amarillo Colo July 14 $1,500 
June 30 expires with movement. 

C RI & P ICC C10181 RR B1847 circus 
outfit of S W Brundage 14 flat 2 box 
cars & 6 coaches from Genterville la to 
Moline Ill $290 effect May 27 expires 
with movement. 


DSS & A ICC A2807 RR GFD 15110 
Latena’s Circus from Mackinaw City to 
St Ignace Mich June 20 Newberry Mich 
June 21 Marquette Mich June 22 Ish- 
peming June 24 Hancock June 25 Calu- 
met June 26 Baraga Mich June 27 Ewen 
Mich June 28 Bessemer Mich June 29 


Iron River Wis June 30 Superior Wis 
July 2 cars to be delivered to C S T P 
M & N at Superior Wis $2,000 effect 
June 20 expires July 15. 

Duluth M & N ICC 275 RR GFD C27 

- transportation of circus outfit of Jas 
Patterson Train Wild Animal Shows & 
Gollmar Bros Circus combined from 
Virginia Minn to Eveleth Minn July 18 
Chisholm July 19 Hibbing July 20. & 
South Itasca July 21 $681.20 effect with 
shipment expires July 

Erie ICC 13631 canc 13624 RR B8486 Sun 
Bros Shows 2 coaches 2 stock 4 flat & 
1 advance car from Waverly N Y to 
Susquehanna Pa Deposit N Y Callicoon 
N.Y Suffern N Y Nyack N Y Englewood 
N J Ridgewood N J & Rutherford N J 
$96 for each individual movement Long 
Island City N Y $145 N Y June 27 in- 
ters June 27. J 

Gt Nor ICC A4383 canc A4382 RR GFO 
299E Yankee Robinson Circus 23 cars 
from Wolf Point Mont to Plentywood 
Mont June 28 Arnegard Mont June 29. 
Lambert Mont June 30 Bainville Mont 
July 1 Williston N D July 2 Stanley 
July 3 Bottineau July 4 Runseith July 
5 Park River July 6 Langdon N D July 
7 Hallock Minn July 9 Warren Minn 
July 10 Thief River Falls Minn July 11 
Fosston Minn July 12 Bemidji July 13 
Park Rapids July 14 Long Prairie July 
16 Princeton July 17 Cambridge July 18 
Hutchinson July 19 Litchfield July 20 
Nenson July 21 thence Huron S D $6,900 
June 27 expires with the movement. 

LE & W ICC 2809 RR 993E Ringling 
Bros Circus 85 cars from Kokomo Ind 
to Fayette Ind July 13 $544 June 25 ex- 
pires Dec 31. 

Long Island ICC 679 Sun Bros Shows not 
to exceed 8 of its own cars from Long 
Island City to Huntington July 9 Port 
Jefferson July 10 Glen Cove July’ 11 
Hempstead July 12 Riverhead July 13 
Greenport July 14 Sag Harbor July 16 
Southampton July 17 Patchogue July 18 
Bayshore July 19 Freeport July 20 Far 
Rockaway July 21 Long Island City 
July 22 $140 for each individual move- 
ment.to Float Bridges of C RR of N J. 
at Jersey City N J $80 June 24. 

Mich Cent ICC 4999 RR GFO 9856 Cook 
Bros World’s Greatest Shows 10 cars 
from Cheboygan Mich to Mackinaw City 
— July 17 $100 June 28 expires Dec 


N Y_C_ICC 5859 RR 6771 & West Shore 
ICC 2243 RR 2415 Dorman & Krause 
Shows 13 cars from Buffalo N Y to 
Lockport N Y June 23 & Dunkirk N'Y 

1 $490.80 June 24 expires Dec 37. 

N Y C ICC 5858 RR 6770 & West Shore 
ICC 2242 RR 2414 Polack Bros Big 
Shows 24 cars from East Buffalo N'Y. 
to North Tonawanda N Y June 24 & 
East Buffalo N Y July 1 $496.80 effect 
June 22 expires Dec 31. 

N Y C ICC LS 381 Barnum & Bailey 
Shows 88 cars from South Bend Ind to 
Battle Creek Mich Aug 23 Jackson 
Mich Aug 24 West Detroit Mich Aug 25 
from Saginaw Mich to Lansing Mich 
Aug 29 Grand Rapids Mich Aug 30 Elk- 
hart Ind Aug 31 after unloading deliver 
empty equipment to the CC C & St L 
at Elkhart Ind June 23 expires Dec 31. 

Ore-Wash: R & N ICC 461 RR 20 SS Cole 
Bros World Toured Shows 6 coaches 6 
stock 7 flat & 1 advance car from Spo- 
kane Wash to Garfield Wash June 26 
Pomeroy June 26 Waitsburg Wash June 
27 Heppner Ore June 28 The Dalles 
June 29 Hood River June 30 Madras 
duly 2 Bend July 3 Wasco July 4 Con- 
don July 5 Pendleton July 6 Enterpri 
July 7 Baker July 9 Huntington July 1 
& there delivered to O S L $3,855 effect 
June 26 expires July 13. 
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Ore-Wash R & N ICC 460 RR 20 RR The 
World United Shows 3 coaches 2 stock 
4 flat & 1 advance car from Huntington 
Ore to North Powder Ore June 22 Wal- 
lowa June 23 Joseph June 25 Imbler 
June 26 Athena June 27 Prescott June 
28 Starbuck June 29 La Crosse June 30 
St John July 2 Harrison Ida July 3 
Garfield Wash July 4 & there delivered 
to Nor Pac Ry $1, effect June 22 ex- 
ee July 8. 

ccé& St L ICC P837 Barnum & Bailey 
ae K. 86 cars from —"s O to In- 
dianapolis Ind June $734 deliver 
empty cars to Big - at Indianapolis 
ind June 20 expires with movement. 

P & L E ICC 1948 RR E1865 Johnny J 
Jones Exposition Shows 24 cars from 
Homestead Transfer Pa to Youngstown 
O July 7 deliver empty cars to N Y C 
cars to be reloaded on N Y C at 
Youngstown O thence to Ashtabula O 
‘July 14 $706.16 effect June 21 expires 


Dec 31. 
Wabash ICC X253 H W Campbell Shows 
21 cars from Danville Ill to Hannibal 


Mo $350 June 24. 

Wabash ICC X250 Ringling Bros Shows 
85 cars from Hannibal Mo to Moberly 
Mo $500 July 20 & Kansas City Mo $774 
-_ 21 total charge $1,374 effect as 
above. 


CLASSES AND COMMODITIES. 


Under this heading are reported tariffs 
In which class and commodity rates are 
published together, also commodity rates 
too numerous and varied to permit of 
their being classified and specially re- 
ported under their individual headings. 


Can Atlantic Trans Co Sup 4 to ICC 157 
RR 7, class > com from east pts to 
west pts Aug 

CM& a P ey 68 to ICC B2192 RR GFD 
1300C class & com the effect date of 
items in Sups 56 & 59 under suspension 
of I & S 961 are further postponed un- 
til Jan 1 1918 issued June 29 (S P 42231). 

CM & St P Sup 2 to ICC B3480 RR GFD 
9203H class com change application 
of rates to foreign ports to apply via 
Vancouver B C. as well as rad or 

Tacoma Wash June 30 (18A 

CM & St P Sup 83 to ICC Coyne RR GFD 
5800E class & com the effect date of 
Item 365B Sup 76 under suspension of 

I & § 961 is pesteenss further to Jan 
1 1918 June 29 (S P 42231 

CRI & P Sup 73 to ICC C8637 RR 26383 
comm between Chicago & Peoria Ill St 
Paul & Minneapolis Minn Kansas City 
& St Joseph Mo & rate pts & Inter- 
Urban Ry stas June 29 (S P 42842). 

CRI & P Sup 25 to ICC C9560 RR 29312 
class & com between ee City Ark 
& Junction City La Aug 

East SS Co Sup 17 to ice a Sup 3 to ICC 
237 & Sup 2 to ICC 273 & 283 class re- 
sumption of navigation on Kennebec 
River July 2 (18A-R13). 

Leland Sup 25 to ICC 1122 Com Trf 8A 
comm between New Orleans La & pts 
in Ark La & Miss & Tex pts Aug 1. 

Leland Sup 19 to ICC 1099 & Sedgman 
ICC 86 Com Trf 64C class & com from 
New York N Y Boston Mass Providence 
R I Philadelphia Pa Baltimore Md & 
Atlantic seaboard terr Ga Va W Va & 
N C pts to Ark La & Texarkana Ark- 
Tex Aug 1. 

Morris Sup 5 to ICC 634 Com Trf 68 comm 
from Milwaukee Wis & rate pts to 
Alexis & Bellefontaine O & Connersville 
Ind (adv) July 10 (S P 42812). 

Morris Sup 5 to ICC 634 Com Trf 68C 
comm from Milwaukee & Manitowoc 
July i & rate pts to C F A & Ont pts 

u 

Old Bae SS Co ICC 1051 cance 1040 SS 
A1000 allowances on class & com be- 
tween Piers 25 & 26 North River New 
York & int east pts July 28. 

Zanesville & W Sup 17 to ICC 375 comm 
from Zanesville & W stas to west ter- 
mini pts July 30. 


CLASSIFICATIONS AND RULES. 
Under this pe sseane | are reported all 
c 


classifications, classification exceptions 
rules and regulations which are general 
in their application; when limited in 
thelr application to one commodity, such 
Issues will be reported under their own 
appropriate commodity heading. 

M & St P Sup 7 to ICC B3389 RR GFD 
© 0G rules regu & exceptions to West- 

ern Classifications July 30. 


S A L ICC A4814 canc A4812 RR SL 1244 
icing charges & absorptions on perish- 
able frt at icing pts on S A L Aug 15. 

We&LeEe to ICC 1084 RR 31 ex- 
ceptions to Official Glassification also 
special rulings estimated weights Aug 1. 

West Md ICC 5811 canc 5803 charges for 
rules governing icing of perishable frt 
in trans July 23. 

Winston-Salem S B Ry Sup 11 to ICC 106 
rules & regu governing demurrage stor- 
age & claims at Winston-Salem S B 
stas in N C July 3 (S P 41607). 


CLAY AND CLAY PRODUCTS. 


B & O Sup 1 to ICC 12021 canc switch- 
ing on brick at Buckeystown Md no 
switching in effect July 28. 


COAL, COKE AND CHARCOAL. 


B R & P Sup 2 to ICC 5766 RR 626 bit 
Sry correcting list of stas July 30 (18A- 
B R & P Sup 1 to ICC 5780 = 323 coke 
correcting list of stas Aug 
& O of Ind Sup 10 to Fac 192 a 
oy coal bit from Cincinnati O to O 
1 & Ind pts (adv) July 1 (SP 42853). 

N — C Sup 3 to ICC LS Ci8 rules & 
charges gov reconsignment of coal & 
coke on N Y C July 3 (S P 42803). 

P & L E ICC 1949 canc 1345 RR A394 
rules & charges gov the diversion & 
reconsignment of coal & coke at P & 
L E stas July 3 (S P 42786). 

T & O C ICC 2431 canc 2297 rules & 
charges to govern reconsignment of coal 
& coke at T & O C & Zanesville & 
West stas July 3 (S P 42791). 

West Md ICC 5812 canc 5702 diversion & 
reconsignment of coal coal boulets or 
briq & coke July 28. 


COFFEE, SUGAR, RICE, MOLASSES 
AND GLUCOSE. 


Can Atlantic Trans Co Sup 3 to ICC 158 
RR Rail & Lake Trf 75 sugar & coffee 
rz oo York & rate pts to west pts 

ug 


COTTON AND COTTON LINTERS. 


A C L ICC B27 canc A3615 RR GFO 139 
rules & regu gov concentration substi- 
tution compression & reshipment of 
cotton also charges therefor & rates 
paid for compression at sou pts Aug 1. 


DAIRY PRODUCTS, POULTRY, EGGS. 


West Shore ICC 2245 canc 2222 RR 2417 
fluid milk in 40 quart cans from Wee- 
hawken N J to Wallkill N Y C L 21.8c 
LC L 23.2c July 31. 


GRAIN, GRAIN PRODUCTS, SEEDS, 
HAY, STRAW, BROOMCORN. 


K C Sou Sup 10 to ICC 3504 RR 46G grain 
& prod seeds hay & straw between Mo 
Kan Ia K C Sou stas & conn & conn 
lines stas in Ark Mo & Okla Aug 1. 

K C Sou Sup 10 to ICC 3499 RR iF grain 
& prod from Mo & Kan pts to Sallisaw 
& Spiro Okla Aug 1. 
=} Sou Sup 9 to fcc 3500 RR 5D grain 

& prod seeds hay & straw between Mo 
ye Fae pts & K C Sou stas & conn 

St Ios F Sup 3 to ICC 6987 RR 1601D 
rates rules & regu governing trans priv 
on grain & prod at St L-S F stas & 
conn Aug 5. 


LIVE STOCK. 


Mo Pac Sup 9 to ICC A2529 RR 3403B the 
effect date of rates on live stock be- 
tween stas in Ark & La on Mo Pac & 
Natchez Miss postponed until Nov 29 
June 22 (18A-R9k) (I & S 1000). 


MISCELLANEOUS. 


Boyd Sup 4 to ICC A785 Com Trf Cir 6L 
capacities of tank cars used in the 
eeeeettation of liquid frt July 6 (18A- 


10). 

Norf & Wash S B Co ICC 31 canc 30 RR 
Cir 4 list of articles restricted or pro- 
hibited from transportation on steamers 
of the Norf & Wash S B Co port to 
port July 1 Inters July 23. 

Sou Ry ICC A7837 free movement of U S 
Government scale testing outfit Aug 1. 

Wabash ICC 4315 canc 2017 RR D7410 
rental charges on palace stock & poul- 
try equipment at Wabash stas Aug 1. 


ORES, METALS, METAL ARTICLES 


AND MINERALS. 


P & L E ICC 1949 canc 1345 RR A394 
rules & charges governing diversion 4 
psa gar of iron ore at P&L 
stas July 3 (S P 42786). 

Pitts C & Y ICC 66 canc 45 RR 87 rules 
& charges governing reconsignment of 
hy F 4h at Pitts C Y stas June 28 (S 


N Y C Sup 3 to ICC LS Ci18 rules & 
charges governing reconsignment of 
iron ore at N Y C stas July 3 (S P 
42803). 

N Y C ICC 5857 RR 6769 iron ore from 
Benson Mines N Y to Newark N J $2.07 
per gross ton July 3. 


STATION LISTS, DISTANCE TABLES 


AND TARIFFS. 


C & O Sup 27 to ICC 6518 RR ngs official 
stas list & oe tables Aug 

Ore-Wash R & N  : 2 2 Ice iss RR 
25C list of frt stas July 

St L-S F Sup 33 to ICG 71646 RR 1259C 
distances between St L-S F stas & Kan 
S W Paris & Gt Nor & St LS D & Tex 
stas Aug 5. 


SWITCHING AND TERMINAL. 


BR & P Sup 5 to ICC 5701 RR A3160 
car demurrage at B R & P & Reynolds- 
ville & F C sats Aug 1. 

Cent N E ICC 3603 canc 3575 cartage 
charges on L C L frt from Cent N E 
Co stas to N Y C terminals at Brewster 
N Y Aug 1. 

C B & Q Sup 5 to ICC 11664 RR GFO 
1921E switching charges at Chicago 
Hawthorne & Clyde Ill stas & jet of 
conn lines July 30. 

Gt Nor ICC F22 canc F18 RR GFO 30-1! 
absorptions & loading charges at San 
Francisco Cal Aug 1 

Gulf & Inters Ry of Tex Sup 1 to ICC 9 
RR Cir 3F switching charges at Beau- 
mont & Galveston Tex Aug 1 see Santa 
Fe ICC 6472 Aug 1. 

HoOosac Tunnel & W ICC 124 ICC 118 re- 
jected car demurrage charges at Hoosac 
Tunnel & W RR July 28. 

Lake Term ICC 36 canc 35 RR 25 rates 
on traffic interchanged between B & O 
& conn at Lorain & South Lorain Oo 
July 15. 


M K & T Sup 7 to ICC A4213 RR 3900F 
switching & terminal charges at M K 
& T ject pts in Ill] Mo Kan & Okla ex- 
cept St Louis Mo E St Louis Ill & Kan- 
sas City Mo Aug 1. 

M K & T Sup 1 to ICC 3700 RR 5744 cane 
switching between industries located on 
Oklahoma City Jct Ry & M K & T 
tracks at Oklahoma City + rag for 
switching see ICC A4213 Aug 1 


N O Public Belt RR ICC 5 canc 1 RR 1A 
terminal rates rules & regu at N O Pub- 
lic Belt stas Aug 1. 

OF ree alka ne tie, a eee Se ER 
GFD 31H switching & absorption also 
list of industries Aug 1. 


PCC & St L Sup 14 to ICC P701 rates 
for *- transportation of frt from P C 
Cc&StLto PCC &StL & Pa Co 
stas within Chicago Dist Aug 1. 


TARIFF LISTS, 


Augusta Nor ICC 14 cance 13 tariffs in 
effect July 1. 

CCC & St L Sup 5 to ICC 6833 RR 
O-241 tariffs in effect July 1. 

Chestnut Ridge Ry — 3 to ICC 195 
tariffs in effect July 

Cumb RR Sup 2 to are 13 RR Index 6 
tariffs in effect June 26. 

East Coast Nav Co Ine ICC 5 cance 3 
tariffs in effect Apr 9. 

Fla E C Sup 4 to PIcG 337 RR Cir 720 
tariffs in effect June 20. 

Gulf & Sabine River Sup 4 to ICC 64F Cir 
60 tariffs in effect June 26. 

Miss River & B T Sup 2 to ICC ott RR 
Index F1G tariffs in effect Jun 

M K & T Sup 9 to ICC A4276 RR 697N 
tariffs in effect July 1. 

Shearwood Ry Sup 5 46 ICC 8 RR Index 1 
tariffs in effect June 27. 

St Premests Co Sup 2 to ad 27 RR Cir 2E 
tariffs in effect June 1 

Wabash C & W aap 4 to ICC 294 tariffs 
in effect June 26. 

Warren J & S R RR oe 4 to Icc 62 
tariffs in effect June 26. 
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EFFICIENCY IN TRAFFIC 
Railway Business Association’s plan for cutting down waste in use of 
freight cars—Pennsylvania’s new plan for handling L. C. L. freight— 
Cooperation in conservation of freight cars—British restriction on 
packing cases—lIllegible shipping papers—Improved shipping methods 
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OFFICIAL CLASSIFICATION 
Docket of hearings before the committee in Chicago and New York...... 
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MISCELLANEOUS TRAFFIC DECISIONS 
Cases recently decided by state and federal courts.:........... Bisediep ena 


LOSS AND DAMAGE DECISIONS 
Cases recently decided by state and federal courts...................0000- 


LEGAL DEPARTMENT , 
Knotty questions on interstate commerce asked by subscribers answered 
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THE OPEN FORUM 
Rules governing the issuing of tariffs 
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HELP FOR THE TRAFFIC MAN 
Questions on practical traffic matters answered by an expert 


DOCKET OF THE COMMISSION 
4 Assignmert of dates and places for hearing and argument of cases before 
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THE TRAFFIC SERVICE BUREAU 


WASHINGTON, Colorado Building CHICAGO, 418-430 S. Market Street 
Telephone, Main 3340 Telephone, Wabash 912 
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EFFICIENT TRANSPORTATION SERVICE 


OF THE 


CLINCHFIELD ROUTE 


A statement of glittering. generalities is of no value to a shipper in 
selecting a reliable and efficient route for his shipments. What the shipper 


wants are facts. 












THE FACTS ARE: 
The Clinchfield Railway has a short route from the Central West to the Carolinas 
and Southeast. 


The Clinchfield Railway has a superb roadbed, up-to-date equipment and easy grades 
thus insuring heavy train tonnage, which obviates the necessity of ‘‘setting out’’ cars to 
reduce train tonnage, with the consequent delays. 














The Clinchfield Railway by. reason of the long distance telephone and telegraph with 
which all stations are connected the entire length of the line insures efficient tracing 







service. 





The Clinchfield Railway has practically no tunnel restrictions. All tunnels are of 
unusual size, which permit of the handling of all large automobile, furniture, or vehicle cars 
now in use on any line. Machinery, tanks and other shipments of unusual size on open cars 


are handled without delay. 


The Clinchfield Railway handles shipments of unusual weight. The maximum 
gross weight of car and loading which can be handled is 240,000 pounds. : 







The Clinchfield Railway has no large terminal points, thus the route is free from con- 
gestions or conditions which tend to cause congestions. 





The Clinchfield Railway has traffic representatives at important places in the 
North, South and West who will welcome the opportunity to demonstrate the transportation 


efficiency of the route. 







The Clinchfield Railway gives special attention to Claims, Tracing, Accuracy of Rate 
Quotations, and other traffic questions of interest to shippers. 


LET THE 
CLINCHFIELD ROUTE 
SERVE YOU 


J. W. BOTTORFF, General Western Agent 
Cincinnati, Ohio 



















THEO. DEHON, General Southern Agent 
Spartanburg, S. C. 






J. J. CAMPION, Vice-President 
Johnson City, Tenn. 


— possibili- 
ties of Amer- 
ican trade in the 
Orient are unlim- 
ited. But some 
responsible and 
intelligent inter- 
mediary betweén 
exporter and im- 
porter is impera- 
tive. Wells Far- 
go’s Foreign Department is in a posi- 
tion to competently fill this role. 
Our offices in Manila and Shanghai 
are, for instance, in charge of experi- 
enced Wells Fargo men, thoroughly 
conversant with the needs of manu- 
facturers at home and the markets 
and products of Oriental Countries. 


A concrete instance of this came to 
light recently. A button famine is 
crippling the mercantile industries of 
the country. Through the aid of 
Wells Fargo a native product in the 
Philippines was located, and it prom- 
ises to help relieve the situation. 
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Use Wells Fargo Service When You Ship to the Orient 
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Wells Fargo’s Foreign Department 1s Ready to Lend a Helping Hand 


But Wells Fargo 
is prepared to do 
more than assist 
in developing bus- 
iness; it 1s ready 
| to attend to all 
the physical de- 
tails of export 
» and import ship- 
ments. Foreign 


service includes - 


not only the smaller packages usually 
associated with express service, but 
gives special attention to heavier freight 
at special freight rates. Shipments for 
export may be sent to the seaboard 
by freight in care of Wells Fargo. 


Bookings, through negotiable bills 
of lading, marine and war risk insur- 
ance, customs clearance and all simi- 
lar details, can be left with confidence 
in the hands of Wells Fargo’s expe- 
rienced men. 


The co-operation of Wells Fargo 
is at the service of all who are inter- 


ested in the field of foreign enterprise. 












































































